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MOTOR VEHICLE REGULATION 

As discussion of proposed regulation of motor 
vehicles engaged in the interstate common carriage of 
freight and passengers continues and the various parties 
in interest present their views, it becomes increasingly 
apparent to us and, we believe, to most students of 
transportation, that such regulation should be applied 
and that the only present necessity for study is as to just 
what system shall be adopted and how far the regulation 
shall go. 

It is difficult, indeed, to understand how anyone can 
raise an objection to such immediate regulation—at least 
anyone who is not especially opposed to intrastate regu- 
lation. For regulation of motor vehicle common carriers 
is no new thing. It is practiced, intrastate, in some 
thirty states in one form or another and its necessity and 
benefits, both. to the public and to those who are regu- 
lated, are pretty generally recognized. Why, then, so 
much ado about the proposal to apply the principle to 
such vehicles operating in interstate commerce, especially 
in view of the fact that the number 
operating is so comparatively small? 





of vehicles thus 


We should say that one opposing interstate regula- 
tion has not a leg to stand on unless he also opposes 
intrastate regulation ; and if he opposes intrastate regula- 
tion on principle we should like to have him tell why. 
Objections to specific kinds of regulation, practiced or 
Proposed, are another thing altogether. 


The argument against proposed regulation that we 
are least able to understand is the one advanced fre- 
quently that, though the time may and probably will 
come when regulation will be necessary, we ought not 
to be in a hurry about it, lest we “stifle”? a “growing 
industry.” In plain and understandable slang, that 
argument is mere “bunk.” How will reasonable. regu- 
lation injure a legitimate industry? If there is anything 
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about the industry that will be hurt by legitimate regu- 
lation, ought it not, then, to be “hurt” to that extent? 
Has regulation injured the industry in the states where 
it is applied? If so, how, and how, also, then, may we 
account for the tremendous growth of the industry of 
transporting freight and passengers by motor vehicle, 
which, it is now said, will be seriously injured if we at- 
tempt to regulate that extremely small portion of it that 
is devoted to interstate traffic? 

Moreover, it is only fair to the industry itself that 
it should know now what sort of regulation it is to 
encounter. It is not fair to capital to permit it to invest 
in this business and then “hurt” it a little later—if regu- 
lation would hurt it—by applying the screws. It is true 
that we did not regulate our railroads at once. They 
operated for many years without regulation or check 
of any kind. Regulation was applied when it became 
apparent that it was needed. say that it 
is not still needed? Are we, then, to wait until the motor 
vehicle transportation business shows abuses similar to 
those that induced railroad regulation, or are we to take 
advantage of our experience and apply now to the motor 
vehicles what most persons believe has been good for 
the railroads and for the people who use them? Waiting 
is always the policy of a weak mind. Sometimes it is 
otherwise, but then there ought to be a good reason 
for waiting. What is the good reason for waiting, 
this matter, longer than is necessary to put some good 
system in force? 

We realize that there are problems of the so-called 
“contract” motor carriers in competition with the com- 
mon carriers and that these probably could not be 
regulated as the common carriers could be. Still less, 
of course, could the private vehicles, used and owned 
by the owner of the goods transported, be regulated. But 
those are not problems peculiar to interstate regulation. 
They exist also in the states. They, perhaps, are not 
being satisfactorily solved, but that is no reason why all 
regulation by states should be abandoned or why a start 
should not be made on interstate regulation. 


Does anyone 


It will probably be futile to work out to its ultimate 
and logical conclusion the theory of regulation of the 
motor vehicle. We start with the common carrier. It, 
of course, ought to be regulated, as it is in most states. 
Then comes the contract carrier, which is not a common 
carrier, selling its services for a specific price to one 
customer, though it is in direct competition with com- 
mon carriers, both rail and motor. Then comes the 
man who owns his own trucks and transports only his 
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own goods. He is in the business of transporting freight 
and so is in competition with the railroads and with 
motor truck common carriers. Shall he come under 
regulation? Continuing this line of inquiry we finally 
come to the little fellow who owns a flivver and takes 
his wife and kiddies out for a ride. Is he not trans- 
porting persons who, if they did not ride in his car, must 
pay fare on some other vehicle? And the little fellow 
with a garden patch who hauls his produce to market 
in his own vehicle. Is it fair to regulate the common 
carriers, Who would haul his stuff if he did not haul it 
himself, and not regulate him? There is more or less 
logic in all these questions, but our regulation must be 
sensible and business-like. We must do what good 
economics suggests and what is practical without striv- 
ing to split hairs. 

- Anyhow, our point is that the question of interstate 
regulation of motor vehicle common carriers raises no 
point, in this respect, that is not raised by intrastate 
regulation, and nobody that we know of is proposing 
to abolish that. It has come to stay. Not only do the 
same principles and reasons apply to interstate traffic, 
but there are additional ones, one, for instance, being 
the advantage that would accrue to the interstate oper- 
ator who now has no place to go for permission to 
operate interstate, but is at the mercy of the state com- 
missions in the various states in which he operates. That 
this is no vain imagining of trouble and hardship is well 
illustrated in the situation, described by a witness before 
the Senate interstate commerce committee, when hear- 
ings were held on the motor vehicle regulation bill last 
March, that prevailed between Indiana and Ohio. Motor 
vehicle operators having certificates of public conveni- 
ence and necessity from the Indiana commission were 
arrested and jailed when they ventured into Ohio unless 
they also complied with the Ohio laws, thus having to 
undergo a double payment for the privilege of doing 
interstate business. Uniformity in state laws and agree- 
ment among states would, of course, remove such in- 
justices as this, but no one can compel such uniformity 
or agreement. The best answer is federal permission to 
do business interstate, and federal regulation of such 
business. The sooner we agree on that and get down 
to the task of setting up the right system, the better it 
will be for everybody, including the motor vehicle oper- 
ators, a great many of whom see the truth of that state- 
ment and are willing to have regulation. 


W. T. L. CLASS RATE PLAN 


The Traffic World Washington Bureau 


_ With a view to determining how to proceed with formal and 
informal complaints about Western Trunk Line elass rates so 
as to evolve a plan that will entail the least possible time and 
expense, the Commission has called a conference at the La Salle 
hotel, Chicago, September 10, at 10 a. m., central standard time, 
in which its representatives, not named in the announcement of 
the conference, will confer with representatives of carriers and 
shippers. The things they are to discuss are: 


(A) What proceedings should be consolidated. 

(B) Whether the scope of such proceedings is sufficiently broad 
or whether additional proceedings should be instituted. 

(C) Whether other than class rate phases of pending complaints 
should be treated separately on a different record. 


(D) Plans for developing a complete record as expeditiously and 
economically as possible. 

The Commission’s announcement, in what it called ‘“West- 
ern Trunk Line Class Rates,” a proceeding which later may re- 
Celve a formal docket number, is as follows: 
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There are now pending before the Commission numerous for- 
mal complaints involving interstate class rates between certain points 
in western trunk line territory. Some of these complaints include 
commodity rates and others include class and commodity rates be- 
tween certain points in western trunk line territory on the one hand 
and official and southern territories on the other. In some instances 
intrastate rates are involved under section 13 of the interstate com- 
merce act. There is also pending an investigation instituted by the 
Commission into class rates to and from Nebraska stations to be 
conducted in connection with an investigation by the state railway 
commission of Nebraska into the Nebraska intrastate rates. In ad- 
dition the Commission has docketed as Ex Parte 87 (Sub. No. 1) 
an application of the carriers in western trunk line territory for 
an investigation of the class rates within that territory, filed with a 
view to obtaining increased revenues. Applications similar to that 
in Ex Parte 87 (Sub. No. 1) but relating to intrastate rates have 
been filed by the carriers with the various state commissions. 

These pending proceedings and other complaints which have 
been heard and disposed of without prejudice to subsequent pro- 
ceedings have arisen largely because of inconsistencies and lack 
of uniformity in the class rate structure in western trunk line terri- 
tory. The necessity for a comprehensive revision of the class rates 
in western trunk line territory has been generally recognized. It ap- 
pears that the situation can not adequately be dealt with by piece- 
meal adjustments in individual cases. 

For more than a year committees of carriers and shippers have 
been endeavoring by cooperative efforts to work out a mutually satis- 
factory adjustment of class rates within western trunk line territory 
and between that territory and official territory. At the suggestion 
of the carriers and most of the shippers, hearings in the pending 
proceedings have been withheld in the hope that the pending ne- 
gotiations would be successful but it now appears that, while agree- 
ment may be reached on some of the issues, there is little prospect 
of a complete agreement. Accordingly, the Commission is of the view 
that, without precluding continuance of the negotiations between the 
parties, it should proceed without further delay to take action look- 
ing to the early assignment of these proceedings for hearings. In 
so far as agreements may be reached prior to the hearings, such 
agreements may be made a part of the record at that time subject 
to later consideration by the Commission. 

The class rate adjustment in western trunk line territory and 
between that territory and official and southern territories presents 
an important and complicated preblem. The Commission’s previous 
experience with proceedings involving rate adjustments of such 
wide scope has led it to believe that time and expense to everyone 
concerned could be materially lessened, the difficulties of the Com- 
mission in reaching its conclusions made less burdensome, and the 
proceeding more promptly and satisfactorily disposed of if plans 
are laid in advance to limit the scope of the issues as much as 
possible, while at the same time being careful to see that they -are 
sufficiently broad to enable constructive and adequate disposition 
of the problem to be made, and if arrangements are made to avoid 
duplication of evidence and to insure the presentation of all neces- 
sary facts. 

Accordingly, the Commission has directed that a preliminary con- 
ference be held between interested parties and representatives of the 
Commission to discuss: 

(a) What proceedings should be consolidated. 

(b) Whether the scope of such proceedings is sufficiently broad 
or whether additional proceedings should be instituted. 

(c) Whether other than class rate phases of pending complaints 
should be treated separately on a different record. 

(ad) Plans for developing a complete record as expeditiously and 
economically as possible. 

Such a conference is, therefore, called at the La Salle Hotel, 
Chicago, Ill., on September 10, 1926, at 10 o’clock A. M., central 
standard time. A list of pending proceedings which it now appears 
may properly be consolidated will be found in Appendix A attached, 
and in Appendix B will be found various concrete suggestions for 
consideration and discussion at the conference. It should be under- 
stood that these suggestions are tentative only, that they are sub- 
ject to change by elimination, or addition, and that all parties in- 
terested are free to make suggestions, either in person at the confer- 
ence or through written communication before, at or after the confer- 
ence if they are unable to attend, indicating their views with respect 
to any of the matters set forth in this announcement or with respect 
to other matters which may appear to them to be important. 


The appendix is as follows: 


APPENDIX A 


Ex Parte 87 (Sub. No. 1)—Class rates within Western Trunk 
Line territory. Covers class rates within western trunk line terri- 
tory. That territory not clearly defined in carriers’ petition. 


No. 14625—Class rates to and from Nebraska stations. Covers 
the class rates and classifications in effect between Missouri River 
jobbing points in Iowa, Missouri and Kansas, also points on and 
east of the Mississippi River in Missouri, Illinois, Minnesota, Wis- 
consin, Iowa and Michigan and official territory east thereof on the 
one hand, and all ponts in Nebraska on the other. Investigation 
is to be prosecuted concurrently with an investigation by the state 
railway commission of Nebraska into the intrastate rates. 


No. 15265—Board of railroad commissioners of the state of South 
Dakota vs. Chicago and North Western Railway Company et al. 
Covers class rates between points in western South Dakota on the 
one hand, and Sioux City, Kansas City, and points taking the same 
rates and points in Nebraska on the other. 

No. 16226—Omaha Chamber of Commerce Traffic Bureau vs. A. 
& R. R. R. Co. et al. Covers class and commodity rates between 
Omaha on the one hand and all the territory except Louisiana east 
of a continuous line formed by the Indiana-Illinois state line, the 
Ohio River and the Mississippi River. 

No. 16226 (Sub. No. 1)—Traffic Bureau of the Chamber of Com- 
merce of Sioux City, Ia., vs. A. & R. R. R. Co. et al. Similar to 
the Omaha complaint except that it covers rates from Sioux City. 

No. 16226 (Sub. No. 2)—Lincoln Chamber of Commerce vs. A. 
& R. R. R. Co. et al. Similar to the Omaha complaint except that 
it covers the rates from Lincoln and includes eastern Louisiana in 
the destination territory. 

No. 16838—Board of railroad commissioners of the state of North 
Dakota vs. C. M. & St. P. Ry. Co. et al. Covers class rates between 
Aberdeen and Mobridge on the one hand and points on the Mil- 
waukee west of the Missouri River on the other. Hearing desired 
with No. 16945. 

No. 16913—Chamber of Commerce of Kansas City, Mo., et al. vs. 
A a He . Co. et al. Similar to the Omaha complaint, No. 
16226, except that it relates to the rates from Kansas City, Atchison 
and St. Joseph. Complainants have asked that it be heard on one 
record with the Omaha case. 
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No. 16945—Board of railroad commissioners of the state of North 
Dakota vs. A. & W. Ry. Co. et al. Covers class rates between points 
in North Dakota, on the one hand, and points in Minnesota, Chi- 
cago, Milwaukee, Peoria, St. Louis, Rock Island, Burlington, Dubuque, 
Davenport, Des Moines, Sioux City, Kansas City, St. Joseph, and 
points taking same rates, eastern trunk line, New England and cen- 
tral territories, on the other hand. A commodity rate complaint has 
been filed as a sub number. 

No. 16981—Board of railroad commissioners of the state of South 
Dakota vs. A. & W. Ry. Co. et al. Covers class rates and rates on 
general jobbing commodities to destinations in South Dakota from 
eastern points of origin and from points in Minnesota, Wisconsin, 
Illinois, Missouri, Kansas, Iowa and Michigan. 

No. 17030—Sioux Falls Chamber of Commerce vs. A. A. R. R. Co. 
Covers all-rail and rail-lake-and-rail rates on classes and commod- 
ities to Sioux Falls from points in trunk line, New England and cen- 
tral territories. 

No. 17235—Intrastate class rates within South Dakota. As a 
result of the North Dakota complaint, No. 16838, the Milwaukee filed 
a petition attacking the intrastate rates within South Dakota under 
section 13. The South Dakota commission desires that the scope 
of the order be limited to apply only to a small portion of the intra- 
state rates and has also indicated that it does not wish the case to 
be heard as the state commission is willing to line up the rates with 
the interstate rates whenever a consistent interstate rate adjust- 
ment has been established. 2 

No. 17980—Bismarck Association of Commerce et al. vs. Northern 
Pacific Ry. Co. et al. Covers class and commodity rates between 
Bismarck, Mandan and Minot, N. D., and St, Paul, Minneapolis and 
Duluth, Minn., and points taking same rates as compared with the 
rates contemporaneously maintained from competing points in North 
Dakota, South Dakota, Montana and Minnesota. Violations of sections 
1, 3 and 13 alleged. 

’ No. 15200—Chamber of Commerce of Casper, Wyo., vs. C. & N. 
W. Ry. Co. et al. Covers class and commodity rates between Casper, 
Wyo., on the one hand, and Cheyenne, Wyo., Denver, Colo., Billings, 
Mont., Crawford, Neb., and Missouri River cities in western Ne- 
braska and South Dakota on the other hand. Violations of sections 
1, 2, 3, and 4 alleged. / 

No. 1039%—Chamber of Commerce of Kansas City vs. Director 
General. The issues in this case appear to have been partially dis- 
posed of by I. & S. 1706, Class Rates from lower Mississippi River 
crossings to Nebraska, 78 I. C. C. 439, but that decision was without 
prejudice to the conclusions to be reached in No. 14625, Class Rates 
to and from Nebraska stations, which covers the same rates. No. 
10390 should apparently be set down for hearing together with No. 
14625, in order to clear the record. 

No. 18454—Commercial Club of Fargo, N. D., vs. Ahnapee & West- 
ern Ry. Co. et al. Covers class and commodity rates from various 
points of origin within and without western trunk line territory to 
Fargo, as compared with the rates to other destinations in that terri- 
tory. 

APPENDIX B : 
‘=| TPR 
Matters to Be Considered at Conference Concerning Western Trunk 
Line Class Rates. 
>> TT SPR 

Section I. What pending proceedings which should be consoli- 
dated for hearing; what decided proceedings should be reopened; and- 
whether the issues involved in such proceedings are sufficiently broad 
to permit of a comprehensive and constructive solution of the gen- 
eral problems, or whether additional proceedings should be _ insti- 
tuted; and whether portions of pending proceedings not relating 
strictly to class rates should be disposed of on a separate record. 

Section II. Plans for preparation and presentation of exhibits and 
testimony, including the question of whether many of the more im- 
portant facts may be consolidated and presented in non-argumenta- 
tive form at the outset of the hearing by one or more seleeted wit- 
nesses. 

Section III. Data to be developed and submitted in general ex- 
hibits, as far as practicable: 

, (a) Traffic maps of the various rate groups and territories in- 
volved. 

(b) A complete statement of the present rates and distances in 
Western Trunk Line territory,* subdivided as follows: 





*Wherever the term “Western Trunk Line territory’ is used 
in this exhibit it should be understood to include the entire states 
of Illinois, Wisconsin, Iowa, Minnesota, North Dakota, South Da- 
kota, Nebraska and Kansas, together with the northern peninsula 
of Michigan, that portion of Missouri lying on and north of the 
Missouri River, and those portions of Wyoming and Colorado on and 
east of the Colorado common point line. 

(1) Class rates and distances between all important points in 
Western Trunk Line territory, such distances to be computed over 
the shortest possible routes through junctions where track connec- 
tions for the interchange of carload traffic exist, it being understood 
that the words “important points’? shall include all cities with a 
population of 10,000 or more, together with points having less popu- 
lation if the importance of such points from a commercial, traffic 
or rate standpoint appears to warrant their inclusion. It is fur- 
ther understood that if different intrastate and interstate rates are in 
force between particular points, both should be shown. 


(2) Statement of all intrastate class scales in Western Trunk 
Line territory on all classes for all distances, it being understood 
that where more than one scale applies in a state, each of such 
scales should be shown and the territory im which each scale applies 
fully described. Further, if specific rates different from the scale 
rates apply between particular points, such rates should be shown. 

(3) Statement of all interstate class rate scales in Western 
Trunk Line territory, including the application of each, together 
with information showing where specific rates different from such 
scales apply between the same points. 

(c) Complete statement of interterritorial class rates between 
Western Trunk Line territory and Official and Southern territories, 
as follows: 

(1) Class rates and distances between the important points in 
Western Trunk Line territory described in (b), on the one hand, 
and representative points in Official territory on the other hand, 
such points to include New York, Boston, Baltimore, Philadelphia, 
Harrisburg, Pittsburgh, Albany, Syracuse, Buffalo, Norfolk, Cleve- 
land, Columbus, Portsmouth, Cincinnati, Dayton, Toledo, Detroit, 
Lansing, Grand Rapids, Bay City, Fort Wayne, Indianapolis, Louis- 
ville, Evansville and Terre Haute. 

(2) Class rates and distances between the important points in 
Western Trunk Line territory described in (b), on the one hand, 
and representative points in Southern territory, on the other, in- 
cluding Jacksonville, Charleston, Atlanta, Birmingham, Mobile, Chat- 
tanooga, Memphis, Meridian and New Orleans. 

(3) In presenting the rates under (1) and (2), where no one- 





Vol. XXXVIII, No, g 


factor through rates are in effect, each of the separate factors mak- 
ing up the through rates should be shown separately. 

(d) Class rates between the representative points in Officia} 
territory used under (c) and also the rates between such points ang 
Chicago and St. Louis. 

(e) It should be understood that in presenting the data calleg 
for in (b), (c) and (d), all rates should show full item and pag 
tariff reference, and all distances should show the routes used ra 
cluding the junctions through which they have been figured. ’ 

(f) Complete statement of the class rate percentages in West- 
ern Trunk Line territory. 7 

(g) Data with respect to the more important articles rated yn- 
der each class, and the general transportation characteristics of 
such commodities, such data being desired as tending to show what 
class rate percentages should be applied in connection with such 
rates as may be adopted. 

_ (h) Statement of exceptions to Western Classification ratings ap- 
plied on traffic in Western Trunk Line territory, subdivided by car- 
loads and less-than-carloads, 

(i) Statement of less-than-carload commodity rates in effect in 
Western Trunk Line territory. 

(j) List of important commodities (grouped according to the 
class in which such commodities are rated in the Western Classi- 
fication), which generally move on commodity rates and not on class 
rates in Western Trunk Line territory. 

(k) Complete data with respect to the competitive conditions 
applicable in connection with class rate traffic as between the rep- 
resentative communities in Western Trunk Line territory one with 
another and as between communities in that territory and communi- 
ties in contiguous territories. Under this head should be included 
data showing the present and prospective trade territory of each 
point for traffic distributed on class rates as well as data showing 
— points with which such community competes in that trade terri- 
ory. 

(1) Data with respect to terminal and line-haul costs in Western 
Trunk line territory subdivided into carload and less-than-carload. 

(m) Relative movement on the respective classes, including data 
showing the percentage of class rate tonnage on each class in West- 
— = Line territory, subdivided into carload and less-than- 
carload. 

(n) Transportation conditions in Western Trunk Line territory in- 
cluding the following: 

Population per square mile by states.* 

Population per mile of road by states.* 

Net ton-miles per mile of road by states.* 

Freight revenue per mile of road by states.* 

Net railway operating income per mile of road by states.* 


Ole whore 


“ *Where possible this information should be subdivided by coun- 
ies. 


6. Data similar to that covered by 3, 4 and 5 bearing upon the 
question of whether any short or weak lines should be given arbi- 


traries in excess of such standard basis, or bases, as may be de- 
termined upon. 


(o) Data similar to that outlined in (n) should be furnished for 
southwestern territory by states (not further subdivided), south- 
western territory to be understood for this purpose to include Ark- 
ansas, Oklahoma, Texas common point territory, Louisiana (west of 
the Mississippi River) and Missouri (south of the Missouri River). 

(p) Data for eastern territory similar to that outlined in (n) 


— has submitted for the territory as a whole, not subdivided by 
states). 


(q) Data for southern territory similar to that outlined in (n) 


(may a submitted for the territory as a whole not subdivided by 
states). 


HOBOKEN SHORE LINE DISPOSAL 


The Traffic World New York Burcau 


The Port of New York Authority has passed a resolution 
expressing it's desire to cooperate with the city of Hoboken in 
its plan to purchase the: Hoboken waterfront property attached 
to the Hoboken Shore Railroad from the War Department. 

The Shore Line is now leased to the Hoboken Manufac- 
turers’ Railroad Company, the stock of which was recently 
advertised for sale by the War Department. No bids were re- 
ceived for the railroad, but Hoboken offered to give its bonds 
in payment for the shore property at the assessed valuation, an 
amount slightly in excess of $600,000. 

The public sale followed the breaking off of negotiations 
between the War Department and the Port Authority which 
had for their object the acquirement of the Shore Line by the 
latter body. Congress had passed an act authorizing the de- 
partment to accept Port’ Authority bonds instead of cash for 
the road. The Port Authority offered $1,000,000 in bonds, but, 
according to a formal report made by it to the governors of 
New York and New Jersey, was prevented from concluding the 
bargain by conditions which it' held to be contrary to the public 
interest and which, it' asserted, were imposed by the department 
at the last moment, coupled with an ultimatum of immediate 
acceptance. 

The resolutions of the Port Authority declare it to be the 
opinion of the commissioners that both the waterfront property 
and the railroad property of the Shore Line should be retained 
in public hands, so that they may be operated “in the public 
interest.” The chairman of the Port Authority is authorized 
to communicate the offer of cooperation to the authorities of the 
city of Hoboken in the latter’s plan to acquire the strip of 
waterfront. 

A hint that the Port Authority is still willing to acquire the 
railroad is seen in the direction to its staff to consider “a plan 
for the operation of the railroad on terms which will insure the 
payment of operating expenses, taxes and debt charges, includ- 
ing authorization.” The Shore Line forms a link between Belt 


Line No. 13 and the piers of the several steamship lines oper- 
ating from Hoboken. 
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Current Topics | 
in Washington 


EY 








Adding Zest to Bus Operation Questions.—The Baltimore 
and Ohio has added flavor to the Commission’s inquiry into 
motor truck and bus operations by deciding to give passenger 
service to and from New York City by means of motor vehicles. 
It is proposing to own and operate the vehicles. Therefore, it 
avoids the crucial question presented by the Southwest Mis- 
souri Railroad Company case (see Traffic World, July 17, pp. 
123, 125). Reference is made in the Baltimore and Ohio pas- 
senger tariff I. C. C. A-5691, supp. 8, to the new service, but 
only in connection with the transfer of passengers routed via 
the Grand Central Station. The supplement says that such 
passengers will be handled by motor car to Pershing Square 
Station opposite the Grand Central Station, without charge. 
Under the rules of the Commission, information may be put 
into tariffs about excursion side-trips via hotels, parks, and park 
conveyances, but such inforamtion is not part of the tariff, ex- 
cept in a physical sense. The determination of the Baltimore 
and Ohio to keep up passenger service to and from Manhattan 
Island by means of motor vehicles has served to start two sorts 
of discussions among Commission employes. One runs to the 
question whether the service will attract business. The weight 
of thought is that it will, especially from those desiring to go 
into the heart of the city at once. The other is as to the power 
of the Commission over such arrangements. The fact that the 
Baltimore and Ohio and the Pennsylvania were unable to agree 
on rent to be paid by the former for the use of the passenger 
station of the latter, it has been suggested, does not alter the 
fact that the former, by its tariffs, offers to take passengers 
to New York. Before the tube was built, carriers whose rails 
stopped on the Jersey shore offered to take passengers to New 
York. They performed their service by means of ferries. The 
law gives the Commission control over such accessories, but 
makes no mention of any other sort. Many times the Com- 
mission has had to consider questions raised by the accessorial 
equipment of railroads, the earliest being J. W. Cary et al. vs. 
Eureka Springs Railway Co. et al., 7 I. C. C. 286. Then came 


' the W. W. Wylie case (11 I. C. C. 145), the Parmalee case (12 


I. C. C. 30), the Crosby case (23 I. C. C. 72), and the Starin 
Line case (91 I. C. C. 589). The Southwest Missouri case has 
not yet been printed in the volumes of reports, hence it has 
no reference numbers. The gist of the decisions, where they 
bear on the question of control by the Commission, is that it 
has no jurisdiction and, therefore, cannot authorize such service 
or permit offers of such service in the tariffs. One of the facts 
that caused the current motor vehicle investigation was the 
application of the northern transcontinental lines for permission 
to publish ratess via bus lines as substitute or alternative serv- 
ice for that hitherto offered by rail. The Commission made 
no decision, but set the application down for consideration in 
connection with the motor inquiry, one phase of which is motor 
competition with carriers by rail. The parts of the law per- 
taining to the extension of the lines of a carrier by railroad can 
have no application to extensions of service by motor bus. They 
are limited, in about every line and clause, so as to show that 
Congress intended to have them apply only to extensions of 
rail lines by the addition of more rail mileage, a fact generally 
overlooked in the discussion of the Southwest Missouri case. 
There is no rule in respect to the activities of railroads, in 
connection with such extensions by means of motor vehicles. 
Extensions of rail lines by means of transfer wagons was a fact 
before the act to regulate commerce was passed, but it paid 
no particular, if any, attention to it, because, probably, it 
seemed immaterial. It is only since the coming of the motor 
truck and bus that the matter of motorized extensions has as- 
sumed importance and the law is unprepared with an answer 
to the queries propounded in connection therewith. 





_ Rule for Rate-making.—It may be that Chairman Eastman, 
in his report in the southern fertilizer rate case, laid down a 
hew principle in rate-making. However, it does not impress 
one as wholly novel. “Upon the record before us no other 
method of determining just and reasonable rates is possible,” 
Said he, “than the exercise of our best judgment in the light 
of all the evidence submitted.” It is suggested that that is 
what is supposed to be done by state commissions and by the 
traffic vice-presidents of carriers. The fact of the matter, it 
may be suggested, is, that, because the best judgments of state 
authorities and those of traffic managers conflict and produce 
inharmonious results, it is necessary to call in the federal regu- 
latory power. It is suggested that there never can be a rule 
for rate-making other than the exercise of best judgment. It 
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is an empirical avocation, not a science. In the old days the 
traffic manager whose judgment was the best built up the most 
prosperous road. That is probably true today, and because, 
nominally, his field is supposed.to be narrower, there is greater 
need for a man of keen perception to pick out the traffic that 
does not move as freely as it can be made to move, and give 
it rates that will not only promote the movement, but create 
more traffic to move. Men are making a living now selling 
transportation by street car lines. It would not be surprising 
were street car traffic managers appointed soon to make a study 
of where traffic could be developed by methods other than the 
mere extension of lines or the offering of more traditional serv- 
ice. Street railways feel the competition of the busses and they 
must do something to make automobile owners feel that it is 
foolish to use such machines at all times. Such managers will 
have to exercise their “best judgment,” even as the Commission 
exercises it every time it makes a rate decision. Uniformity, 
however, more than the level of rates, seemed to be the primary 
need as to southern fertilizer rates. 





Pulling the Eagle’s Tail Feathers.—Time was when Ameri- 
can politicians gathered political support for themselves by 
twisting the British lion’s tail. Seemingly, it did not hurt the 
lion a bit. Now Senator Johnson, of California, just back from 
a European trip, sees. Europe united in but one thing—hatred 
of the United States—with politicians pulling feathers out of 
the tail of the American eagle for the political benefit to be 
derived. Such a thing may be new in the world, but within 
the memory of living men French politicians were denouncing 
England as “perfidious Albion” and Mr. Hohenzollern, of Berlin, 
was saying disrespectful things about his grandmother and 
uncle in England. Transfer of the attentions of the politician 
from the British lion to the American eagle, it might be sug- 
gested, indicates no more than that the world has come to a 
belated realization that a land which produces two-thirds of the 
world’s iron and steel, seventy per cent of the mineral oils, 
probably more coal than the rest of the world put together, has 
more railroad mileage than Europe, and has the greatest produc- 
tion, per man, in most lines than any other country, is the 
premier land. Rome was denounced when she was mistress of 
the world. The Frankish empire was despised so heartily that 
even to recent days Balkan orators inflamed their followers 
with denunciations of the hated Frank, applying the term to 
the two empires that disappeared in 1918. Yet Rome, the Frank- 
ish empire and Albion were able, when they needed help, to 
acquire allies, the two first mentioned failing only when there 
was too much trouble at home to combat outside foes. Senator 
Johnson did not! make near as much of a stir in Washington as 
he seemed to make outside the capital. 





Help for Government Employes.—Secretary Hoover, through 
his department, has sent out a circular letter to government 
employes to find out what number would be interested in pro- 
moting the scheme of a man, said to be of standing, who thinks 
he can erect apartments and rent them at about $12.50 a room 
per month, which would be an increase of about 25 per cent 
over before-the-war days. Government employes, as a rule, lag 
far behind other classes in the matter of increases in pay. 
Before the war, getting a government job, as a rule, was like 
picking a juicy plum. Not so now. In the ante bellum days 
rents, in -relation to building costs, were extremely low in 
Washington and the ordinary assertion was that it was 
cheaper to rent than to buy. In the war period, renting a place 
to live was so nearly impossible that real estate transfers to 
those who theretofore had been tenants was the greatest indus- 
try in Washington, being made worse by an attempt by the 
government to fix rents. In support of the quasi-government 
backing of a housing construction plan represented by Secretary 
Hoover’s inquiry, it is asserted by government employes gen- 
erally that there is a “real estate ring” that controls and keeps 
up rents by telling apartment house owners they can make a 
better return by keeping up the present rents and having their 
buildings occupied only to the extent of 50 or 60 per cent of 
capacity than by lowering rents and thereby breaking down 
the structure, an argument not unknown, it might be suggested, 
in connection with the six-cent grain reduction proposal of 
the Minneapolis and St. Louis and Soo Line. A query in con- 
nection with Mr. Hoover’s department’s inquiry, it is suggested, 
is as to why other men with money to invest cannot have 
inquiries conducted by his department to determine what chance 
of success there would be for such and such an enterprise, as, 
for instance, establishing a chain of eating places specializing 
in baked potatoes in winter and cold consomme in summer, 
becausing existing eating-places charge too much for baked 
potatoes and chilled soup. Inquiries of that sort, if made at 
the expense of a prospective investor, would not be negligible, 
the postage on an inquiry to every employee in Washington 
being something like $1,000. Besides, having Mr. Hoover do it 
gives the plan something in the way of free advertising. 
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Western Trunk Line Class Rates.—The Commission, in pre- 
paring its announcement of the conference on Western Trunk 
Line class rates, in a foot note, assigned the whole of Illinois 
to that territory. It said that wherever the term Western Trunk 
Line territory was used it was to be understood as including 
the whole of Illinois. At present, part of Illinois is in Central 
Freight Association territory insofar as the application of rates 
can make it a part of that territory. Of course, the assignmnet 
was for the purpose only of showing the scope of the exhibit 
for which the announcement called. However, even that sort 
of announcement has raised the query as to whether it did 
not indicate a thought on the part of the commissioners that’ it 
was incumbent to do something with the boundaries of that 
turbulent rate maelstrom where eastern, southern, and western 
railroads meet, with their differing classifications and rate 
structures. The Mississippi would be an ideal boundary line 
between what is coming to be known as central territory and 
Western Trunk Line territory, if only the western lines stopped 
on the west bank of that stream and the eastern lines stopped 
on the east bank; that is, it would be ideal until they got to 
fighting over who should bear the cost of transferring freight, 
as the lines entering St. Louis have been fighting, or until 
the southern lines took a notion to raise greater troubles for 
the east and west lines than they now do. The riot between 
carriers that brought about the lowest class rates in the country, 
those in Central Freight Association territory, which was pre- 
cipitated by the rivalry between the exclusively C. F. A. lines 
and the eastern trunk lines that had an interest, amounting to 
control, in C. F. A. lines, has practically disappeared. The 
trouble about western termini rates at Pittsburgh and Buffalo, 
in particular, in the Eastern Trunk Line class rate case, was a 
reminder of the days when Pittsburgh and Buffalo were real 
rate-breaking points, which was before the present generation 
of traffic men was out of short pants, because the Pennsylvania 
and the New York Central control, without question, their 
western subsidaries, which was not the fact even after they 
had acquired a big interest in them, and also because some of 
the earlier competitors in the C. F. A. rate fights are not rela- 
tively as strong as they were in those days. Perhaps the Com- 
mission, in the newly forming class rate investigation, will be 
able to bring peace to troubled Illinois territory, as it’ was 


more prominently called a few years ago than it is now.— 
A. E. H. 


NICKEL PLATE PROPOSES LINE 


The Trafic World Washington Bureau 


The New York, Chicago & St. Louis Railway Company, the 
new Nickel Plate Company, to which was denied authority to 
acquire control of the old Nickel Plate, the Chesapeake and 
Ohio, Hocking Valley, Erie, and Pere Marquette, has applied 
to the Commission for authority to build a 63-mile railroad 
between Gregg and Valley Crossing, Ohio, as a connection be- 
tween the Chesapeake & Ohio and the Hocking Valley. 

The application was made as a petition for a modification 
of the Commission’s order in the Nickel Plate merger case. 
When application was made by the new Nickel Plate company 
for authority to acquire control of the other lines, it also asked 
authority to build the connecting line between the C. & O., and 
the Mocking Valley. The Commission denied the application 
but indicated it would approve an application for construction 
of the line by the C. & O., or the Hocking Valley. 

The new Nickel Plate company, however, in its present 
petition, said it was organized for the purpose, among other 
things, of constructing and operating the proposed new line of 
railroad between Gregg and Valley Crossing, and that it was 
desirable that the corporate existence of petitioner be main- 
tained and that the new line be constructed by the new Nickel 
Plate as proposed in the original application. 

The applicant said it and the C. & O. had entered into an 
agreement “which assures the operation of the new line as a 
part of a single system embracing the lines owned or controlled 
by the Chesapeake and Ohio Railway Company.” 

That the new Nickel Plate company still hopes to acquire 
control of the five railroads it proposed to unify into one 
system is indicated in the agreement between it and the C. & O. 
The agreement is signed by D. S. Barrett, Jr., president of 
the new Nickel Plate company, and G. B. Wall, vice-president 
of the C. & O. The text of the agreement follows: 





This agreement, made and entered into this 28th day of July, 
1926, by and between the New York, Chicago and St. Louis Ry. Co. 
(hereinafter called the “New Company”), party of the first part, 
and the Chesapeake and Ohio Ry. Co. (hereinafter called the 
“Chesapeake”’), party of the second part. 

Witnesseth: 

Whereas the New Company proposes to construct and operate 
a new line of railroad from Valley Crossing, in the county of Franklin, 
state of Ohio, as one terminus, to a point of connection with the 
railroad of the Chesapeake at or near Gregg, in the county of Pike, 
state of Ohio, as its other terminus, and passing through the fol- 
lowing counties in the state of Ohio, namely, Franklin, Pickaway, 
Ross and Pike, a distance of approximately sixty-three (63) miles; 
and it is also proposed that the New Company acquire control of the 
systems of the Chesapeake and of the New York, Chicago and St. 
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Louis R. R. Co., the Hocking Valley Ry. Co., Erie R. R. Co. and 
Pere Marquette Ry. Co., hereinafter collectively referred to as the 
“Unified System;” and , 

Whereas said new line, when constructed, will form a necessary 
connecting link between the lines of railroad of the Chesapeake 
and the Hocking Valley Ry. Co., a corporation whereof the Chega. 
peake owns approximately eighty per cent (80%) of the stock; and 

Whereas said acquisition of control by the New Company of 
the Chesapeake is proposed in part under a form of lease, Section 7 
of Article Nine of which reads as follows: 

“It is mutually covenanted and agreed that, in the event of the 
expiration or termination (otherwise than as provided in Article 5) 
of this lease, the line of railroad to be built by the lessee from 
Valley Crossing to Gregg, in the state of Ohio, and referred to jn 
the articles of incorporation of the lessee, shall be deemed to be an 
extension of the lessor’s line made with the lessor’s approval; and 
the lessee in such event shall convey to the lessor, or to a niminee 
of the lessor, the said line and appurtenances and thereupon the 
lessor shall reimburse the lessee for all the costs thereof incurred 
the lessee in such event shall convey to the lessor, or to a nominee 
bursed the lessee.’’ And , 

Whereas it is desired to secure to the Chesapeake the right to 
own, possess and operate said new line in the event that said pro- 
posed acquisition of control under said lease or otherwise, or some 
other provision for operating said new line and the railroads of 
the Chesapeake as parts of a single system, shall not be effected 
within a reasonable time; and acl 

Whereas it is proposed that, pending such acquisition of control 
or other provision for unified operation, the construction of said 
new line shall be financed in whole or in part by or through the 
Chesapeake; ; 

Now, therefore, it is agreed that, for and in consideration of 
the premises and the mutual benefits, promises and undertakings 
moving by and between the parties hereto: 

First. The Chesapeake will, pending the contemplated acquisi- 
tion of control or“other provision for unified operation, loan and ad- 
vance to the New Company any and all amounts which may be 
necessary for the construction of the said new line, said loans and 
advances to be evidenced by interest bearing promissory notes bear- 
ing date from time to time as said loans or advances are respectively 

de, ; . 
mee Second. In the event of the failure to make effective, within a 
period of four (4) years from the 20th day of August, 1924, said 
proposed acquisition of control or other provision for unified op- 
eration, then the New Company will convey or cause to be con- 
veyed unto the Chesapeake the said new line in its entirety, with 
all appurtenances and business thereunto belonging, upon the pay- 
ment or assumption by the Chesapeake of the aggregate amount of 
the New Company’s investment in road and equipment and general 
expenditures accounts, prescribed by the Interstate Commerce Com- 
mission’s classification of investment in road and equipment for steam 
roads (but not including any expenditures made or liabilities in- 
curred in the proceeding before said Commission in Finance Docket 
No. 4671), less the advances made by the Chesapeake on account 
thereof, and upon the assumption by the Chesapeake of all obliga- 
tions, duties and liabilities of the New Company related to the con- 

n the said line. 

or ara. If the said new line shall be completed and ready for 
use before August 20, 1928, and said proposed acquisition of control 
or other provision for unified operation shall not, prior to such -— 
pletion, have been made effective, then the said new line os 
used and maintained exclusively and entirely by the Chesapeake, 
without any rental therefor from the Chesapeake to the New o~- 
pany except such amounts as may be necessary to reimburse the 
New Company for interest, taxes and other charges incurred in con- 
nection with the construction of said new line, and until said pro- 
posed acquisition of control or other provision for unified operation 
shall have been made effective or the New Company shall have be- 
come obligated, under the foregoing provisions hereof, to convey oF 
cause to be conveyed to the Chesapeake the said new line. ; 

Fourth. The location of the said new line, the acquisition by 
condemnation or otherwise, of the rights of way necessary therefor, 
the construction thereof, and all contracts relating to such acquisition 
or construction shall, at all times before said proposed acquisition 
of control or other provision for unified operation shall have been 
made effective, be under the supervision and subject to the ap- 
proval of the president of the Chesapeake, or of such other = 
ecutive officer or officers of the Chesapeake as may be designate 
by the board of directors of the Chesapeake for that purpose. 

Fifth. In the event of the execution and subsequent termination 
of the proposed lease otherwise than as provided in said Article 5 
thereof, the said new line shall be forthwith conveyed or otherwise 
transferred to the Chesapeake pursuant to said Section 7 of Article 
9 of said lease, and the general expenditures in the investment in 
road and equipment accounts of the New Company not directly 
allottable to the said new line shall be prorated between the said 
new line and other lines of the unified system upon a mileage or 
other equitable basis for the purpose of determining the cost of said 

line. 

ne true intent and purpose of this indenture, and of the agree- 
ments herein contained and the provisions hereof, are that, in the 
event of the failure to make effective, on or before August 20, 190, 
said proposed acquisition of control or other provision for Ley 
operation or in the event of termination of such unified one 
except as provided in said Article 5 of said lease, said new line 
shall be and become the property of the Chesapeake and the Chesa- 
peake shall be placed in all respects of ownership of said new line 
in the place-and stead of the New Company as owner thereof, “ 
of obligations except those pertaining only to the said new line 0 
railroad. ? 

The covenants and agreements herein contained are made sub- 
ject to the approval of existing federal and state authorities in so far 
as the same may be necessary to properly and fully carry out the 
terms and intention of this contract, and when executed this con- 
tract shall be recorded in the counties of Franklin, Pickaway, Ross 
and Pike, in the state of Ohio. me: 

In witness whereof, the parties hereto have caused this in- 
denture to be executed by their respective presidents or vice-presi- 
dents, and attested under their respective corporate seals by their 
respective secretaries or assistant secretaries. 





CORRECTIONS 
In The Traffic World of August 7, page 305, under the head- 
ing, “Must Accept Uncrated Stoves,” the last word in the eighth 
line should have been “uncrated”’ instead of “crated.” 
In The Traffic World of August 14, page 360, under the 
heading, “Crushed Rock Reparation,” the complainant should 
have been the Board of Park Commissioners of Minneapolis. 
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PHOSPHATE ROCK GROUP CASE 


The Commission, by division 3, in I. and S. No. 2671, Phos- 
phate Rock from Florida to Roanoke, Ala., mimeographed, has 
found the proposed increase in the rate on phosphate rock, from 
points in the pebble rock district in Florida to Roanoke, Ala., 
not justified, ordered the suspended schedules cancelled and 
discontinued the proceedings. The proposal was to increase the 
rate from $4.39 to $4.62 per ton. The Commission said that 
Roanoke oroperly belonged in destination group No. 4, taking 
a rate of $4.39, instead of group No. 5 taking the $4.62 rate. 

This report also covers No. 16793, Roanoke Guano Co. vs. 
Atlanta, Birmingham & Atlantic et al. In that complaint the 
guano company sought a reduction from $4.62 to $4.39. The 
railroads made the reduction April 18, 1925, but they said that 
that was a big mistake as it had had the effect of disrupting 
the adjustment. They said they made the reduction on repre- 
sentations made by the guano company officials to the Atlanta, 
Birmingham & Atlantic without their knowing that a formal 
complaint had been filed, protesting, however, that they did 
not regard the $4.62 rate unreasonable. The complainant sought 
reparation on shipments made while the $4.62 rate was in effect. 

Protestants, the Commission said, did not attack the general 
adjustment, agreeing that the grouping of rates was proper. 
Their whole theory, it said, was that Roanoke, 544 miles from 
Bartow, Fla., a typical rock origin point, should be in the group 
with Atlanta, LaGrange and Opelika. They contended, the re- 
port said, that placing Roanoke in group 5 destination, was 
artificial and resulted in undue prejudice to Roanoke. A table 
incorporated in the report showed the average distance to 
group No. 4 of 572 miles and to points in group No. 5, with 
Roanoke and its short mileage included, 634 miles. In disposing 
of the case the Commission said: 


It satisfactorily appears from the evidence that the assailed and 
proposed rate of $4.62 was not and would not be unreasonable in and 
of itself. However, circumstances and conditions have brought about 
a group adjustment of rates in the territory under consideration, and 
Roanoke is entitled to its proper place in such adjustment. Reference 
to the table above will show that the distance to Roanoke is less than 
to the majority of the points shown in the $4.39 group, the distance to 
Roanoke being 28 miles less than the average to the other points 
shown in that group. It also shows that the distance to Roanoke is 
99 miles less than the average to the points shown in the $4.62 group. 
The element of distance is disregarded to a greater or less extent in 
the establishment of group rates, and likewise is not necessarily con- 
trolling in determining the reasonableness of such rates, but where a 
system of group rates exists it may be a very important factor in 
determining the question as to the group in which a particular point 
belongs. It is clear that Roanoke properly belongs in Gorup 4. It is 
immaterial that, as the respondents point out, the difference in rates 
to Roanoke as compared with LaGrange and Opelika would, under the 
proposal adjustment, result in but a small difference in the relative 
cost of the finished product. The act forbids the existence of undue 
prejudice regardless of the degree thereof. 

We find that the suspended schedules have not been justified. An 
order will be entered requiring their cancellation and discontinuing 
the investigation and suspension proceeding. This finding disposes of 
the prayer for the future in No. 16793, leaving for determination only 
the question of reparation. We further find that the rate assailed in 
No. 16793 was not unreasonable in the past. The complainant has 
failed to prove that it was damaged by reason of any undue prejudice 
which may have existed. The complaint will be dismissed. 


SOUTHERN FERTILIZER RATES 


Uniform rates on fertilizers and fertilizer materials, to be 
established not later than January 1, 1927, have been ordered by 
the Commission, in No. 16295, fertilizers and fertilizer materials 
between southern points, opinion No. 11454, 113 I. C. C. 389-446. 
They are to apply state and interstate. Fourth section relief, 
except for circuity, has been denied in fourth section order No. 
9346, as of January 1, 1927. There was a mistake in the effec- 
tive date of the fourth section order. As printed it showed that 
relief was denied as of January 1, 1897, an obvious error, which 


a corrected almost coincidentally with the issuance of the 
order. 


The report, written by Chairman Eastman, also covers No. 
16335, in the matter of rates on fertilizers and fertilizer ma- 
terials intrastate within state of South Carolina; No. 16336, in 
the matter of rates on fertilizers and fertilizer materials and 
articles taking the same rates intrastate within state of Ala- 
bama; and No. 16484, in the matter of rates on fertilizer and 
fertilizer materials and articles taking the same rates intra- 
state within state of Georgia, also various fourth section ap- 
plications. 

No orders were issued in connection with the three state 
cases. The Commission said itt was believed the respective 
State commissions would cooperate in authorizing such revisions 
as might be necessary to bring their rates into harmony with 
the interstate adjustment. 
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The rates are to be in accordance with a scale beginning 
with 100 cents per net ton for the initial block of ten or fewer 
miles. It reaches 320 cents at 200 miles; 505 cents at 500 miles 
and runs out at 725 cents for 1,000 miles. The scale to be 
used is a splitting of the difference between the proposal of 
the carriers, based on and following the Royster scale, 50 
I. C. C. 34, rather closely. The shippers suggested the Alabama 
commission scale as the foundation. It begins with 80 cents 
for five or fewer miles. The Royster scale begins with 90 cents 
for the initial block, also five miles or fewer. 

The rates to be established are grounded upon the finding 
that in view of the characteristics of this traffic it is reason- 
ably entitled to a relatively low basis of rates. 

The scale rates are to be applied over the standard lines 
under the rule for computing distances recenlty prescribed in 
connection with southern class rates; that is, the distances are 
to be measured over routes that can be worked without transfer 
of lading. On account of the desire to be rid of joint line addi- 
tions the rates were made a little higher than they would have 
been for single-line hauls had there been rates for single-line 
and joint-line hauls. 

Arbitraries are accorded or percentages allowed over the 
standard line rates for transportation over so-called short or 
weak lines. 

Alabama rates in toto were found to cause undue prejudice 
against persons and localities in interstate commerce and unjust 
discriminations against interstate commerce. Georgia and South 
Carolina intrastate rates were found to be not unlawful for the 
future, except in certain instances which the Commission said 
it believed the commissions of those states would correct. 

Chairman Eastman said that dissatisfaction on the part 
of shippers and users as well as of carriers with the rates on 
commercial fertilizers and fertilizer materials had been increas- 
ingly evident, so that in October, 1924, it instituted this pro- 
ceeding. Before that was done the carriers had filed three 
thirteenth section petitions against South Carolina, Alabama and 
Georgia. He said the decisions of the Commission, on formal 
complaints, had served to mitigate discontent only in the par- 
ticular sections affected. Interstate rates, he said varied greatly 
for substantially similar hauls; that many indefensible fourth 
section departures existed; rates enforced by state authority had 
been attacked as unreasonably low and it was asserted that 
those state rates adversely affected manufacturers and dealers 
shipping into those states over interstate routes. He called 
attention to the fact that thrice the Commission, in what is 
known as the Royster cases, had undertaken to prescribe sat- 
isfactory rates on fertilizer from Norfolk, Va., to points in North 
Carolina, the last effort resulting in rates deemed unsatisfactory 
by the North Carolina Corporation Commission. 

At the initial hearing, Mr. Eastman said, the parties were 
advised that the principles of the “so-called Hoch-Smith resolu- 
tion are now a part of the law” and that conclusions would be 
reached with those principles in mind. A proposed report by 
the examiner who took the testimony was served, but Mr. East- 
man said the conclusions of the Commission differed somewhat 
from those proposed by him. 

Mr. Eastman devoted a considerable section of his report 
to the importance of fertilizers in southern territory, saying 
that southern territory was a large user. In 1923 out of a total 
consumption of 6,647,308 tons, the south used 4,220,807. The 
Carolinas and Georgia alone used 2,436,375. In 1924 the pro- 
duction was 7,272,000 tons and southern consumption was 4,680,- 
000, a little less than half of which was used on cotton alone. 
The other large uses are for tobacco and vegetables. The Flor- 
ida use, largely for vegetables, was 557 pounds per acre, it being 
the highest of any state. Kentucky used only 30 pounds per 
acre. Truck farming and tobacco growing uses are greater than 
for cotton, but, of course, their acreage is much less than cotton 
acreage. Fertilizer tonnage, he said, was also of much greater 
relative importance to southern carriers than to carriers in 
other parts of the country. In 1923 revenue from fertilizer and 
fertilizer materials, the two being carried, usually at the same 
rates, constituted 1.46 per cent of the total revenue of the south- 
ern carriers as compared with 0.35 per cent in eastern and 0.18 
in the western districts. 

In discussing the question of rates in relation to the con- 
dition of agriculture, Mr. Eastman said: 


While the condition of agriculture is not stressed as a ground 
for the special treatment of ferilizer rates, it is nevertheless of 
interest to note the testimony offered by the agricultural statis- 
tician of the Alabama extension service, who is also connected 
with the federal government. This witness testified that in 1924 
the farmers of Alabama lacked $34,000,000 of receiving the full 
wage rate paid to farm workers, or about $130 per farm. In 
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Georgia the farmers lacked $112,000,000, or about $350 per farm. 
In contrast the farmers of Texas and Oklahoma not only received 
the full wage rate but a profit besides, amounting to $81,000,000 
in the former state and to $84,000,000 in the latter. In those states 
it appears that the soil now requires little or no fertilization; 
and it was the view of this witness that if the southeastern 
farmer expects to compete successfully with cotton raisers in 
Texas and Oklahoma it will be necessary for him to increase his 
yield per acre substantially, which can be done in no better way 
than by greater use of commercial fertilizers.. It is his belief 
that around 4,000,000 tons of fertilizer could be profitably used 
in Alabama alone, provided it could be bought at a reasonable 
price, instead of the 580,000 tons used in 1925. In this connection 
the shippers contend that since the item of labor is comparatively 
small in the manufacture of fertilizer, it is chiefly the combined 
cost of transportation, raw materials, and selling which controls 
the prices. 

The carriers minimize the importance of the freight charges 

so far as the farmer is concerned. They state, first, that the 
credit price of fertilizer exceeds the cash price by from 25 to 33% 
per cent, and that many of the smaller farmers purchase on the 
eredit plan. They point out, further, that the average price of 
fertilizer in southern territory for 1925 exceeded that for 1924 
by nearly $4 a ton, resulting in an aggregate increase in price, 
based on total consumption of nearly $18,000,000. Yet, regardless 
of this price increase, the consumption on the cotton acreage in 
1925 exceeded that in 1924 by over 200,000 tons. It is the carriers’ 
position that any thinkable cut in freight rates would amount 
to so little per farm that it would have no effect either upon the 
use of fertilizer or upon the farmers’ prosperity. Assuming that 
the shippers’ scale were adopted instead of the carriers, resulting 
in a rate for a 100-mile haul 64 cents lower, on a farm of 100 
acres using 345 pounds of fertilizer per acre, the average in South 
Carolina in 1924, the lower rate would effect a total saving of 
$11.04. This figure does not, however, take into consideration 
any reduction in the price of fertilizer which the lower basis of 
inbound rates on materials might have a tendency to bring about. 
The carriers direct attention to the testimony of the vice-president 
of the American Farm Bureau Federation that— 
“* * * no effort is here being made to say that the volume of 
fertilizer to be consumed would be greatly more or less, depend- 
ent upon the measure of freight rate levels which will result from 
this proceeding.” 

The carriers further urge that even if the freight rates were 
reduced, little or no benefit would reach the farmer. This view 
has considerable support, somewhat negative in character, in the 
record. There is at least little to show that the course of fer- 
tilizer prices to the farmer has in the past been materially influ- 
enced by changes in freight rates. It appears that the delivered 
price of fertilizer at any interior point is determined by the f. o. b. 
price at the nearest port plus the freight rate thence to the par- 
ticular destination. Freight rates are thus a factor in the prices 
paid by the farmers, but any reductions in those rates might and, 
the carriers contend, would be offset by changes in the f. o. b. 
port prices. 

The carriers state, likewise with considerable support of 
record, that the price of crops for the preceding season is the 
controlling factor in determining the amount of fertilizer used 
in any year; that when the price of cotton, for example, is high 
the farmer uses more fertilizer the next year, and that when 
there is a crop failure or a low price is received he uses less. 
This is admitted by the agricultural statistician of the Alabama 
extension service to be an important factor in determining fer- 
tilizer consumption. 

In rebuttal of the contention that the farmer will not benefit 
from a freight rate reduction, shippers state that farm organiza- 
tions are gradually springing up throughout the south, and 
that through cooperative buying, which these organizations made 
possible, the farmer not only obtains his fertilizer at a lower price 
but would in most cases secure directly the benefit of any reduc- 
tion in the delivery charges. It was testified that the Alabama 
Farm Bureau Federation purchased and distributed to its mem- 
bers in the spring of 1925 approximately 81,000 tons of fertilizer 
of-all kinds. Most of this tonnage consisted of fertilizer materials 
which the farmers themselves mixed, a practice resulting in con- 
siderable economy. 


Among the questions discussed by Chairman Eastman was 
that of increasing the minimum weight and its prescription to 
take the place of any-quantity rates such as prevail in Florida. 
The carriers were doubtful about that, fearing objection by 
farmers, but Mr. Eastman said it seemed time to raise it to 
twenty tons. He also discussed the proposals of short or weak 
lines, akin to those they have made in other southern cases, 
particularly the class rate case, and the traffic test made by 
the carriers on the proposed scales. He summed up the pro- 
posals and the arguments of the shippers and carriers as 
follows: 


1. The carriers urge that their scale is the same as that which 
we finally approved, after consideration in three successive re- 
ports, in the Royster case and prescribed in certain subsequent 
cases. While this is true, we have in this proceeding a much 
more comprehensive record. It further appears that one of the 
reasons for approving, in the third Royster report, a lower scale 
than had been approved in the two previous reports was an in- 
crease in the carload minimum from 12 tons (10 tons in the first 
report) to 15 tons. The shippers are here proposing a minimum 
of 20 tons. 

2. The carriers show that their scale is in general lower than 
the prevailing rates on fertilizer in Official territory. Certain of 
the latter rates are now before us in pending proceedings. With- 
out expressing an opinion as to their level, the record here shows 
that the volume of fertilizer movement is materially less in Offi- 
cial than in Southern territory. The rate structures of the two 
territories also differ radically. In Official territory class rates 
are relatively low and commodity rates, in general, relatively 
high. The reverse is true in Southern territory. Southern Class 
Rate Investigation, supra. Much of the fertilizer movement in 
Official territory is on class rates, but apparently none of the 
es in Southern territory is now, or ever has been, on such 
rates. 

3. The carriers show that their scale is lower than many 
existing interstate rates on fertilizer in Southern territory, and 
they assert that such increases as it would bring about would 
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be largely confined to intrastate traffic, the rates on which they 
say are unduly depressed. The relation of their scale to the preg. 
ent level of fertilizer rates in Southern territory has been clearly 
indicated by the traffic test. That test showed that, exclusive of 
Florida traffic, aggregate revenues would be increased by the 
Royster scale about 10.5 per cent. The increase would be about 
6.6 per cent on interstate traffic and about 13 per cent on intra- 
state. It appears, however, that increases in the case of interstate 
traffic would be chiefly in the territory west of the Appalachian 
Range and south of Kentucky. 

4. The carriers show that their scale would produce lower 
car-mile earnings, and in some cases rates lower in amount, than 
many rates for similar distances in Southern territory on com. 
modities having values as low as or lower than the value of 
fertilizer. In general, the commodities selected for comparison 
load more heavily than fertilizer, and a comparison of ton-mile 
earnings would show reverse results. It is also a fact that the 
rate situation in Southern territory with respect to a number of 
these commodities is such that quite divergent comparisons may 
be obtained, dependent upon the particular rates used. 

5. The carriers contend that while the revenue from fertilizer 
traffic is a very important item in their aggregate revenues, go 
that they would be materially affected by any reduction in fer. 
tilizer rates, southern farmers would at best receive an incon- 
sequential benefit from such a reduction and perhaps no benefit 
at all. It appears to be a fact that a reduction in the freight 
rates on fertilizer, even if quite substantial, would result in a 
comparatively small saving per farm, even if all the benefit should 
accrue to the farmer. If a similar reduction on materials inbound 
to the manufacturing plants were translated into lower fertilizer 
prices, the saving per farm would be greater, but apparently in 
no event would it be very large. Whether or not the benefit of 
a reduction in freight rates would accrue to the farmer would 
seem.to depend upon the character and degree of competition in 
the fertilizer industry. 

6. The carriers contend that a reduction in fertilizer rates 
would not stimulate the use of fertilizer, since statistics show that 
the use each year depends not upon the price but chiefly upon 
the farmers’ income during the previous year. It is true that 
the record furnishes some support for this conclusion, but it 
is important to note that such evidence is also proof of the thin 
margin upon which the farmers operate. The benefits from liberal 
use of fertilizer in southern territory are conceded by all, but 
the maximum use is apparently by no means as liberal as it 
might well be, and in many years the financial condition of the 
farmers is such that they can afford only a use falling well below 
the maximum. 

7. While the carriers admit the economic advantage accruing 
from the use of fertilizer, they contend that this fact is no more 
a reason for subnormal rates on this particular commodity than 
it is, by way of illustration, for rates below a reasonable level 
on farm implements, which also are essential to successful agri- 
culture. So far as the Hoch-Smith resolution is concerned, they 
contend that it has no application in this case, since the record 
does not justify a conclusion that the condition of the fertilizer 
industry warrants a reduction, or that such a reduction is neces- 
sary to obtain freedom of movement for either fertilizer or agri- 
cultural products, or that it would be of material benefit in other 
ways to the farmer. The prescription of rates lower than they 
themselves propose would, the carriers further contend, be un- 
lawful under section 1 of the interstate commerce act, and also 
under section 3 as an undue preference of a “particular descrip- 
tion of traffic.” , 

8. The shippers, like the carriers, contend that their proposed 
scale is supported by our previous decisions. They rely upon the 
scale which we prescribed for fertilizer traffic in southwestern 
territory in No. 9702 and upon that prescribed from south Georgia 
points into Florida, in the Blackshear case. It is true that their 
scale was derived from these decisions by a logical process of 
reasoning, although certain of the premises, such as the assumed 
reasonable difference in level between southeastern and south- 
western rates, were more or less arbitrary. However, the record 
in this proceeding is much more comprehensive, not only than 
that in the Royster case, but also than the record as to fertilizer 
traffic and rates in either of the proceedings above cited. 

9. The shippers point out that the final decision in the Roy- 
ster case was much less recent than the decisions in the cases 
upon which they rely, and that it was confined to. Carolina ter- 
ritory. In that territory, they say, freight rates have been in- 
fluenced by proximity to Official territory, so that class rates have 
been in general somewhat lower than in other parts of southern 
territory and commodity rates in general somewhat higher. While 
the Royster scale prevails in Carolina territory, the shippers con- 
tend that their scale more nearly approximates the level of fer- 
tilizer rates; both interstate and intrastate, in the rest of south- 
ern territory. At present the highest level, they say, exists in 
Carolina territory, the next highest in Kentucky-Tennessee ter- 
ritory, a lower level in Alabama-Georgia, and the lowest of all 
in the Mississippi Valley. In this connection they quote the fol- 


tte: lea the Southern Class Rate Investigation, 100 I. C. C. 


“A further argument advanced in favor of a concession in 
rates, in North Carolina at least, is the fact already mentioned 
that class rates in Carolina territory are now and for a long time 
have been relatively low compared with similar rates in other 
parts of southern territory. It is true that if class ‘rates are 
placed upon a uniform basis in southern territory which will pre- 
serve existing revenues in the aggregate, North Carolina will lose 
where certain other states will gain. On the other hand, the 
evidence indicates that if a similar process is followed, as is 
probable, in the revisions of commodity rates in southern territory 
which are in contemplation, the results will be reversed.” 

The results of the traffic test tend to bear out the shippers’ 
contentions in regard to the levels of existing fertilizer rates in 
the various parts of southern territory, although it also indicates 
that the shippers’ proposed scale falls about 8 per cent below 
the present average level. 

10. The shippers lay stress upon the increase in carload mini- 
mum which they propose from 15 tons to 20 tons. They note the 
incongruity that such an increase should be favored, in general, 
by the shippers and opposed by the carriers. In Alabama, where 
the higher minimum has been put to the test, the record indicates 
that it has substantially increased average car loadings, to the 
carriers’ advantage in economy and efficiency of operation. This 
has also been the effect of similar increases in the past. 

11. While the shippers are not urging impoverished agricul- 
tural conditions as a reason for charity in fertilizer rates, they 
do urge that it is our duty, a duty which the Hoch-Smith reso- 
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ution has emphasized, to distribute the burden of freight rates 
on sound economic principles. Such principles, they believe, will 
jad us to place the heaviest-relative burden upon high-grade 
traffic of the luxury class and the lightest relative burden upon 
jow-grade traffic in essential or basic commodities, intermediate 

ades of traffic being treated accordingly. Tested by such prin- 
ciples, they assert that fertilizer is entitled to especially favorable 
treatment, particularly when due weight is given to its extraordi. 
nary importance to southern agriculture and to the fact that 
freight rates on the average account for at least 25 per cent of 
its cost to the farmer. 

12. The shippers incidentally refer to the fact, shown of record, 
that the southern carriers are now enjoying a fair degree of 
rosperity. Under the circumstances, they say, there is no ground 
for fear that a slight reduction in the level of fertilizer rates 
might impoverish the earriers. They also direct attention to the 
fact that, inasmuch as fertilizer factories are scattered widely 
throughout southern territory, the hauls from the plants to the 
farms are comparatively short, and movement by truck instead 
of by rail is entirely feasible. It would be a mistake, they be- 
lieve, to adopt a scale of rates which would encourage such 
competition, which is continnually growing in importance. 

So much for the salient points made by the parties to the 
proceeding. In his proposed report the examiner recommended a 
scale somewhat higher than the shippers’ scale and somewhat 
lower than the carriers’, Upon argument the carriers conceded 
that the scale so recommended would about maintain their aggre- 
gate revenues. But our decision cannot properly be predicated 
solely upon an attempt to average existing rates and maintain 
revenues. It is here our duty to determine what are maximum 
reasonable rates and to prescribe such rates, whether the effect 
be to increase or reduce the carriers’ earnings. The traffic test 
furnishes evidence as to the level of existing rates, both interstate 
and intrastate, on fertilizer in southern territory; but while this 
evidence is entitled to weight in arriving at maximum reasonable 
rates, it is not controlling. 

The doctrine that the burden of rail transportation should be 
distributed among the various kinds of freight with some regard 
for the economic needs of the country has always had recognition, 
in one way or another, in the rate structure. The familiar prin- 
ciple of “charging what the traffic will bear” or, as some prefer 
to put it, of “not charging what the traffic will not bear,” has no 
doubt had that result in some degree. The principle which has 
been quite generally recognized in public regulation, that the 
value as well as the cost of service is a factor entering into the 
determination of just and reasonable rates, has had a similar 
result. In another form the same thought seems to be predomi- 
nant in the Hoch-Smith resolution. But the inevitable result of 
such a distribution of the transportation burden must be that 
some kinds of freight traffic, under just and reasonable rates, 
will earn materially less for the carriers than others. 

There are manifest limitations to the doctrine. It may be 
conceded that we have no power to fix rates upon any kind of 
freight which will fail to produce some margin over operating 
cost. Moreover the fact that certain carriers are largely depend- 
ent upon a particular form of traffic and have little opportunity 
to recoup a deficiency in profit upon such traffic by recourse to 
higher rates upon other kinds must be taken into consideration. 
But here we are without evidence as to the cost of service, and 
itis not understood that the carriers contend that even the ship- 
pers’ scale would result in operating loss. Nor does it appear 
that fertilizer traffic is the main reliance of any of the respondent 
carriers. So far as the record discloses the traffic of all is rea- 
sonably well diversified. 

, — have in the past made this statement as to fertilizer 
raffic: 

“Fertilizer is a low-grade traffic, subject to no great risk in 
transit and requiring no special service for its transportation in 
the sense that “special service” is generally understood. Its free 
movement and use is an auxiliary tending to produce and furnish 
a larger volume of traffic and thus promote the prosperity of 
carriers and their patrons, so that considering both commercial 
and transportation conditions, it is entitled to comparatively low 
rates. Wirginia-Carolina Chemical Co. vs. St. L. S. W. Ry. Co., 18 
I. C. C. 49, 52-53; Meridian Fertilizer Factory vs. V. S. & P. Ry. 
Co, 20 I. C. C. 554, 555; Meridian Fertilizer Factory vs. T. & P. 
Ry. Co., 26 I. C. C. 351, 3538; and other cases.” 

Nothing of record makes any modification of that statement 
necessary. The carriers contend that, in fixing maximum reasonable 
rates, we cannot lawfully take into consideration the fact that the 
use in industry of a particular commodity results in additional 
freight traffic—in other words, that the commodity is a traffic pro- 
ducer. It is unnecessary to pass upon that issue here. There are 
commodities of lower grade than fertilizer. For example, a witness 
for the Alabama commission conceded that fertilizer rates should 
be somewhat higher than those on sand and gravel, slag, crushed 
stone, coal, and commodities of that class. Yet it is of distinctly 
low grade, its value for the most part being well within $1,000 
per car; there is little or no “special service” attendant upon its 
transportation, and few claims for loss or damage; and its free 
ae beral use is of extraordinary importance to southern ter- 

y. 

It may be that such a change in the level of fetrilizer rates, 
up or down, as could reasonably be considered would in itself 
have comparatively slight effect upon the financial status of the 
southern farmer. But that does not alter the fact that upon sound 
economic grounds fertilizer is a commodity which should be 
leniently treated in distributing the burden of freight transporta- 
tion. The need for continued progress in the use of fertilizer is 
SO great and the degree of its use as this record clearly shows, 
18 so dependent upon financial considerations that all burdens 
associated with its use should be made as light as possible. In 
this connection it may not be amiss.to say that if an increase 
in the carload minimum weight should have the effect of encour- 
aging cooperation among farmers in the purchase and handling 
= fertilizer it would serve a most desirable end. The record 
urnishes: strong reason for belief that the great excess of the 
credit price over the cash price and the necessity under which 
Many of the smaller farmers now labor, of purchasing on the 
credit plan is one of the major obstacles that impede the proper 
use of fertilizer. It also suggests that substantial economies are 
Possible through the cooperative purchase and mixing of materials, 
aided by the advice of state and federal agencies. 


After discussing the 9702 scale and other data brought to 
the Commission’s attention, Chairman Eastman said: 


. .Upon the record before us no other method of determining 
Just and reasonable rates is possible than the exercise of our best 
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judgment in the light of all the evidence submitted. After careful 
consideration of this evidence, which we have summarized above, 
and having in mind the principles which we believe should be 
applied in distributing the burden of rail transportation and which 
are also set forth above, we have reached tthe conclusion that a 
scale somewhat different from that recommended by the examiner, 
— es much the same aggregate revenue, should be 
adopted. 

We therefore find that the rates applicable to the interstate 
transportation in carloads of mixed fertilizers and of the fer- 
tilizer materials listed in Appendix B hereto over standard lines 
throughout the territory described in Appendix A hereto are, and 
for the future will be, unreasonable to the extent that they exceed 
rates per net ton based on the distance scale shown in the table 
below, subject to the minimum carload weights found reasonable 
below; provided, however, that in applying such rates to the 
longer hauls the respondent carriers may for purposes of tariff 
simplification, subject to our approval, use groups of moderate 
extent and measure the rates by distances to and from fairly 
representative points in such groups. 


Rate Rate 

Cents Cents 
10 miles and under........ 100 280 miles and over 170.... 380 
15 miles and over 10....... 120 300 miles and over 280.... 395 
20 miles and over 15....... 120 320 miles and over 300.... 410 
25 miles and over 20....... 125 340 miles and over 320.... 425 
30 miles and over 25..... oe See 360 miles and over 340.... 440 
35 miles and over 30....... 140 380 miles and over 360.... 450 
40 miles and over 35....... 150 400 miles and over 380.... 460 
45 miles and over 40....... 1556 420 miles and over 400.... 470 
50 miles and over 45....... 165 440 miles and over 420.... 480 
55 miles and over 50....... 170 460 miles and over 440.... 490 
60 miles and over 55...... - 180 480 miles and over 460.... 500 


65 miles and over 60....... 185 500 miles and over 480.... 505 
70 miles and over 65....... 195 520 miles and over 500.... 515 
75 miles and over 70 - 200 540 miles and over 520.... 525 
80 miles and over 75... - 205 560 miles and over 540.... 535 


85 miles and over 80...... «210 580 miles and over 560.... 545 
90 miles and over 85..... ~- 216 600 miles and over 580.... 555 
95 miles and over 90....... 220 620 miles and over 600.... 565 


100 miles and over 95...... 225 640 miles and over 620.... 575 
110 miles and over 100..... 235 660 miles and over 640.... 585 
120 miles and over 110.... 245 680 miles and over 660.... 595 


130 miles and over 120.... 255 700 miles and over 680.... 605 
140 miles and over 130.... 265 720 miles and over 700.... 615 
150 miles and over 140.... 275 740 miles and over 720.... 620 


160 miles and over 150.... 285 760 miles and over 740.... 630 
170 miles and over 160.... 295 780 miles and over 760.... 635 
180 miles and over 170.... 305 800 miles and over 780.... 645 
190 miles and over 180.... 315 825 miles and over 800.... 655 
200 miles and over 190.... 320 850 miles and over 825.... 665 
210 miles and over 200.... 3830 875 miles and over 850.... 675 
220 miles and over 210.... 335 900 miles and over 875.... 685 


230 miles and over 220.... 345 925 miles and over 900.... 695 


240 miles and over 230.... 350 950 miles and over 925.... 705 
250 miles and over 240.... 360 975 miles and over 950.... 715 
260 miles and over. 250.... 365 1,000 miles and over 975... 725 
270 miles and over 260.... 375 


We further find that the rates applicable to the interstate 
transportation, in carloads, of the aforesaid mixed fertilizers and 
fertilizer materials throughout said territory over routes made 
up, in whole or in part, of any of the short or weak lines described 
below are, and for the future will be, unreasonable to the extent 
that they exceed rates per net ton based on the distance scale 
shown in the table above plus an arbitrary of not to exceed 50 
cents per net ton, subject to the minimum carload weights found 
reasonable below, such arbitrary to accrue solely to the partici- 
pating short or weak line or lines. The short and weak lines 
covered by this finding are the carriers listed in Appendix D here- 
to, other than those that are under common control or manage- 
ment with some standard carrier, and also include the Columbus 
& Greenville, the Kinston Carolina, the Carolina Railroad, the 
Gulf, Mobile & Northern, the Birmingham & Northwestern, and 
the Atlanta, Birmingham & Atlantic, so long as they remain in- 
dependent of standard-line control. 

We further find that the rates applicable to the interstate 
transportation, in carloads, of the aforesaid mixed fertilizers and 
fertilizer materials throughout said territory over routes made 
up, in whole or in part, of the lines of the Norfolk Southern are, 
and for the future will be, unreasonable to the extent that they 
exceed rates per net ton based on the distance scale shown in the 
table above, subject to the minimum carload weights, found 
reasonable below, plus 10 per cent, but in no event to exceed 50 
cents per net ton, such excess over and above the standard rates 
to accrue solely to the Norfolk Southern. 

All carriers not covered by the findings of the two preceeding 


* paragraphs shall be classed as standard. With respect to the so- 


ealled short or weak lines it may be said, as was stated in South- 
ern Class Rate Investigation, 100 I. C. C. 513, 653-654, that most 
of these roads are situated wholly within the limits of a single 
State and the State commissions are in a much better position than 
we are to investigate and determine their needs. It is our hope 
that the State commissions will, either before or after the rates 
herein prescribed become effective, bring to our attention any in- 
stances where the special treatment accorded these short or weak 
= in their opinion, more or less liberal than their just needs 
require. 

We further find that a reasonable carload minimum weight on 
mixed fertilizers will, for the future, be 40,000 pounds, and that all 
fertilizer materials which are now accorded a lower minimum may 
be increased to that amount, except cottonseed hulls for which 
we find that a minimum of 30,000 pounds iS reasonable. 

In computing distances for the application of the foregoing 
rates, we find that the shortest routes shall be used over which 
carload traffic can be. moved without transfer of lading. 

The carriers propose to maintain rates on less-than-carload 
traffic, as do also the shippers, made 120 per cent of the carload 
rates. This is the classification basis in southern territory and 
has been in effect for some time. This spread between less-than- 
carload and carload rates, however, seems too small when com- 
pared with the spread between corresponding rates on other com- 
modities. The less-than-carload fertilizer traffic in this territory 
is apparently not of great proportions. It was shown that the 
less-than-carload shipments from various manufacturers in Ala- 
bama represented but 2.14 per cent of their total rail movement, 
and that of a total tonnage of 16,847 tons moving from Blackshear 
in 1924 to destinations in Florida and Georgia only 1,426 tons, or 
8.4 per cent, consist of less-than-carload shipments. While the 
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record is not altogether satisfactory upon this point, it is never- 
theless adequate to warrant the conclusion that the less-than- 
carload rates should not be less than 130 per cent of the carload 
rates. 

We therefore find that the rates applicable to the interstate 
transportation in less than carloads of the aforesaid mixed fer- 
tilizers and fertilizer materials throughout the territory described 
in Appendix A hereto are, and for the future will be unreasonable 
to the extent that they exceed rates per net ton equal to 130 per 


cent of the corresponding rates. prescribed herein for carload 
shipments. 


Exceptions to the General Adjustment 


An exception to the strict application of the distance scales is 
proposed by the carriers in connection with fertilizers and ma- 
terials from the Ohio River crossings. Under their proposed ad- 
justment to points in Carolina territory, Louisville was to be taken 
as the pivotal point, applying the distance rates therefrom, with 
rates from Cincinnati made the same as from Louisville, and those 
from VUairo and Evansville made 79 cents higher than from Louis- 
ville. This differential of 79 cents represented, it is understood, 
the average difference in the rates, based on the Royster scale, 
to representative points in the Carolinas from Louisville, on the 
one hand, and from Cairo and Evansville, on the other. 

To Mississippi Valley territory the carriers proposed to main- 
tain rates from the respective crossings, Cairo to Louisville, in- 
clusive, on the strict distance scales. From Cincinnati, Coving- 
ton, Ky., Newport, Ky., Lexington, Ky., and other points grouped 
therewith, they proposed to maintain rates to the Mississippi 
Valley made 55 cents higher than the rates in effect from Louis- 
ville. This differential represented about the average difference in 
the rates under the Royster scale from Louisville and Cincinnati. 

To destinations in Montgomery and Atlanta subterritories 
the carriers proposed to maintain rates from Cairo and Evans- 
ville the same as from Louisville, with rates from Cincinnati and 
points grouped therewith made 55 cents higher to points in Mont- 
gomery subterritory, and the same as from Louisville to points in 
Atlanta subterritory. In this adjustment Louisville was taken as 
the pivotal point, rates to be established therefrom in accordance 
with the distance scales. The distance from Cincinnati to points 
in Montgomery subterritory is said to be substantially 110 miles 
greater than from Louisville, which resulted generally in rates 
under the Royster scale 56 cents higher than from Louisville. The 
present differential is 54 cents, and the median was used. 

It is understood that the rates under this proposed adjust- 
ment from the Ohio River crossings would apply largely on fer- 
tilizer materials such as tankage, dried blood, and cyanamid, 
originating beyond the crossings, and that little or no mixed fer- 
tilizer tonnage would be handled thereunder. 

Objection was voiced by counsel for the Kentucky commission 
to grouping Lexington with Cincinnati, Lexington being located 
100 miles south of that crossing. It is his contention that fthis 
interior point should have the benefit of its location. The only 
reasons advanced for this grouping are that it has been main- 
tained for a considerable time and places the shippers at those 
points on an equality. These reasons are not persuasive. 

With this exception as to Lexington, no objections were made 
to the proposal of the carriers respecting the relative adjustment 
of rates from the Ohio River crossings. To the extent that this 
adjustment may be accomplished without deviation from our 
findings as to reasonable maximum rates, and under the fourth- 
section relief hereinafter accorded, there seems, with the exception 
noted, to be no sufficient reason for disapproval. 


Import Rates 


The carriers object to consideration of the import rates in this 
proceeding, contending that our order did not embrace that traffic. 
The shippers take the opposite view. Rates on foreign commerce 
are not covered by the order and hence, under strict construction, 
the investigation does not include import rates. This point, how- 
ever, is not of importance, for the shippers do not urge specific 
findings at this time with respect to import traffic. Both the car- 
riers and the shippers propose a limited system of port equaliza- 
tion, brought about, in general, by applying the domestic-distance 
scales from the nearest port and placing other competing ports 
within reasonable limits upon the same basis. This equalization 
would apply only to points located some little distance from the 
seaboard, say, 200 miles from the nearest port. For the shorter 
distarfces the rates from each port would be made in accordance 
with the scale. In such equalization the Gulf ports and the south 
Atlantic ports are to be considered two distinct and unrelated 
groups. 


With respect to the intrastate rate cases, the Commission 
found: 


1. That the maintenance of intrastate rates in Alabama on a 
lower basis than the corresponding rates herein found reasonable 
for the interstate transportation of fertilizers and fertilizer mate- 
rials will for the future result in unjust discrimination against in- 
terstate commerce and in undue prejudice to persons and localities 
in interstate commerce. 

2. That, in view of the rates herein prescribed, the maintenance 
of the present intrastate rates in Georgia will not for the future 
result, on the whole, in undue prejudice to persons or localities in 
interstate commerce, nor in unjust discrimination against inter- 
state commerce. Such few intrastate rates as are not in harmony 
with the rates herein found reasonable should and no doubt will 
be revised. 

3. That, in view of the rates herein prescribed, the mainten- 
ance of the present intrastate rates in South Carolina will not for 
the future result, on the whole, in undue prejudice to persons or 
localities in interstate commerce, nor in unjust discrimination 
against interstate commerce, but that the maintenance of the in- 
trastate rates in that State now temporarily enjoined would result 
in such undue prejudice and unjust discrimination. 

No orders will be entered in these State cases, Nos. 16335, 
16336, and 16484, at this time. It is believed that the respective 
State commissions will cooperate in authorizing such revisions as 


may be necessary to bring their rates into harmony with the in- 
terstate adjustment. 


The commission found that for the present cottonseed meal 
should be classified as a fertilizer material in southern territory. 
As to cyanamid it said: 


While it may well be that joint rates should be established on 
cyanamid from Niagara Falls to points in southern territory, or 
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that in lieu thereof proportional rates lower than the corres. 
ponding local rates should be established from the Ohio Rive; 
crossings and Virginia cities to such points, we are not persuadeg 
that we have authority in this proceeding to require the estab- 
lishment either of such joint rates or of such proportional rates 
Only rates for the movement of fertilizer and fertilizer materials 
between points in southern territory are in issue in this proceed. 
ing, and proportional rates from the Ohio River crossin 


. . . . . gs or 
Virginia cities are not such rates. They are rather rates applying 
to the through movement of traffic from points outside s 


: 5 aie : out 
territory to points within such territory. Inasmuch as the a 


ation with respect to this movement of cyanamid, however, has 
been developed of record we feel warranted in stating that, in the 
absence of through joint rates, it seems just and reasonable that 
proportional rates applicable to this traffic should be established 
from the Ohio River crossings and the Virginia cities on a some. 
what lower basis than the local rates prescribed herein. We com- 
mend this situation to the attention of the carriers. 


NEW CIRCUITY RULE APPROVED 


With a view to saving enormous labor and expense in the 
publication of brick rate tariffs, the Commission, in I. and g 
No. 1885, brick and clay products from, to and between points in 
Southern territory, opinion No. 11451, 113 I. C. C. 380-3, written 
by Commissioner McManamy, has approved a suggestion by the 
carriers that they be permitted to publish, in lieu of detaileq 
rates, a general rule for the calculation of circuity so as to com. 
ply with the circuity provisions of the fourth section, so that 
the shipper who wants to ship over a particular route can de. 
termine for himself whether a given route is or is not an open 
one. The proposed rule is authorized in a supplemental fourth 
section order No. 8895. The rule is to replace the one set forth 
in the report of July 12, 1926. 

This report was on further argument, the original report 
having been made in 88 I. C. C. 548. The report also covers I. 
and S. No. 1938, which has a title identical with the leading case, 

Upon representation by the carriers that compliance with 
fourth section order No. 8895 would involve an enormous task 
and great expense in connection with the publication of tariffs 
in addition to vastly increasing the bulk of such publications, 
the Commission allowed argument on the point. It was shown 
that at the present time tariffs named specific rates based upon 
the scale prescribed, but that no routing was shown. There- 
fore the rates applied over routes more circuitous than per- 
mitted by the fourth section order as it stood. 

It was shown that one agency tariff showed about 200 points 
of origin and 4,500 destinations. Compliance with the circuity 
rule, the railroads said, would multiply the tariff by twenty to 
about 8,000 pages of rate tables; that the cost of compiling the 
necessary data would be about $150,000 and the cost of printing 
the tariff about $132,000, the total of which would be equivalent 
to about 23 cents per ton on the traffic handled, or an average 
of $5.75 per car of 25 tons, on one year’s movement. 

Commissioner McManamy recited that the law placed the 
duty of preventing wasteful transportation upon the Commis- 
sion, but that it was manifest that the publication of such a 
tariff would be an enormous expense and make it cumbersome 
and difficult to use. The carriers suggested a rule, as follows: 


The rates named in this tariff between any two points apply via 
all routes composed of lines parties to the tariff over which the dis- 
tances do not exceed those shown in column 2 below opposite the 
corresponding rates shown in columnl. 

Column 1, rates per 100 lbs.; Column 2, distances: 
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The Commission pointed out that such a rule would permit 
the use of routes somewhat more circuitous than allowed by the 
rule it was intended to displace but that in the circumstances 
something had to be done. Mr. McManamy said that such a rule 
would tend to discourage the use of grossly circuitous routes 
by making it necessary for those desiring to use such routes to 
compute distances in order to ascertain whether the short-line 
rates would apply. He suggested safeguards for the rule the 
carriers proposed to use so that it might not be abused. 


ANOTHER CEMENT REVISION 


The revision of rates on cement ordered to be made not 
later than October 12, in the report of division 2 on No. 15428, 
Iola Cement Mills Traffic Association et al. vs. Arkansas Val- 
ley Interurban et al., mimeographed (Traffic World, August 14), 
constitutes another effort on the part of the Commission to 


complete the readjustment of such rates undertaken in West- 
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em Cement Rates, 48 I. C. C. 201, Cement to Montana, 48 I. 
c, C. 402, and the first and second supplemental reports in 
western Cement Rates, 52 I. C. C. 225, and 69 I. C. C. 644, 
complicated by the failure of the carriers to follow informal , 
opinions as to how they should apply rates prescribed in some 
of the reports and the use of intrastate bases in the making 
of rates which were higher than would have been afforded by a 
strict application of the scales. The report also embraces No. 
15751, Colorado Portland Cement Company et al. vs. Arkansas 
Valley Interurban et al.; No. 15744, Nebraska Cement Company 
ys, Arkansas Valley Interurban et al.; No. 15727, Oklahoma 
Portland Cement Company vs. Arkansas Valley Interurban et 
al.; and No. 12578, The Iola Cement Mills Traffic Association 
ys. Director-General, as agent, Atchison, Topeka & Santa Fe 
et al. 

As summarized by the Commission’s report, the contentions 
of the complainants, some of whose complaints the Commis- 
sion indicated were filed because of allegations made by com- 
petitors in their complaints, were as follows: 


Complainants ship from the Kansas gas belt, Ada, and Superior 
to destinations in Scale IV territory in Oklahoma, Kansas, Colorado, 
Wyoming, Montana, Nebraska, and South Dakota at rates based on an 
average Of Scales III and IV, while their competitors in Scale_Il 
terrtory enjoy rates based on an average of Scales II, III and IV, 
which range from 1 cent to 3.5 cents lower, for the distances shown, 
than apply from the gas-belt mills, Ada, and Superior. The rates 
from Kansas gas belt to most points in South Dakota and to a 
number of points in northern Nebraska in Scale IV territory would 
be lower if based on the distances’ over routes through Scale II 
territory at the average of Scales II, III, and IV, than are the 
present rates, which are based on an average of Scales III and IV 
calculated, apparently, on the distances over routes passing only 
through Scale III and IV territories. These complainants contend 
that the application of bases of rates from points in Scale 
Il territory to points in Scale IV territory, lower than apply from 
their shipping points in Scale III territory, subject them to the pay- 
ment of unreasonable rates and bases of rates that are prejudical to 
them and preferential of their competitors at Mason City, Gilmore 
City, and Des Moines, Iowa, Hannibal, and St. Louis in Scale II 
territory. The Kansas gas-belt complainants do not ask any change 
in the present boundary lines between the various scale territories 
nor any change in the level of the rates from mills in Scale II terri- 
tory which are alleged to be unduly preferred, but they ask only that 
the rates from the Kansas gas-belt mills be reduced to a basis of the 
rates applicable from mills in Scale II territory. This is tantamount 
to limiting their complaint in No. 15428 to one of unreasonableness. 

Complainants at Superior, Ada, Portland and Concrete argue 
that Seale III territory either should be included within Scale II 
territory, or Scale IV territory consolidated with Scale III territory 
with one level of rates for application throughout the consolidated 
territory and the destination scale applied from all origin points. 


The complaints and contentions of the complainants, not 
to mention the contention of the carriers that there should be 
no reduction in rates, made it necessary for the Commission 
to review not only the cases already mentioned but many oth- 
ers as a foundation for the conclusions reached by it and the 
orders entered. The position of the railroads, as stated by the 
Commission, was: 


Defendants vigorously urge that the rates assailed in these cases 
generally should not be reduced. They show that such rates were in- 
creased but 2 cents under General Order No. 28, which is stated 
to have been substantially less than 25 per cent, particularly for the 
longer hauls; that they were reduced 10 per cent under the general 
reductions of 1922, and again reduced approximately the same or a 
greater percentage under the second supplemental decision in the 
Western Cement cases. They argue that the contentions of complain- 
ants here are the same, and the evidence presented of substantially 
the same general character as was before us in that case, wherein 
we refused to extend the boundary line of Scale II territory west- 
ward so as to include within that territory the Kansas gas-belt 
producing points, and thereby accord to them the basis of rates to 
points in Seale IV territory which they here ask and which is also 
asked by the complainants at Ada and Superior. 


On this record the Commission said it found: 


1. That the rates assailed from Portland and’ Concrete in No. 15751 
are not unreasonable nor unduly prejudicial, and an order will be 
entered dismissing the complaint. 

2, That the rates assailed from Ada and Superior in Nos. 15727 
and 15744, respectively, are not unreasonable nor unduly prejudicial, 
except that the rates from Ada to points in Scale III territory in 
Missouri and from Ada and Superior to points in Scale II territory 
in Missouri, Iowa, and Minnesota are, and for the future will be, 
unreasonable to the extent that they exceed Scale III rates from Ada 
to points in Seale III territory in Missouri and Scale II rates from 
Ada and Superior to points in Seale II territory in Missouri, Iowa, 
and Minnesota subject to the limitations of paragraph 4 following 
and that the rates from Superior to Sioux Falls, S. D., and Sioux 
City, Ia., and from Superior and Ada to Kansas City are and for the 
future will be unreasonable to the extent that they exceed rates based 
on Scale II, subject to the limitations of paragraph 4 following. 

b 3. That the rates assailed in No. 15428 from the Kansas gas 
elt and Bonner Springs to points in Scale IV territory are neither 
unreasonable nor unduly prejudicial except that the rates to points 
in Nebraska, South Dakota, Colorado, Montana, and Wyoming that 
are in excess of rates based on the average of Scale II, III, and IV, 
calulated on the distances through Scales II, III, and IV territories, 
under the formula used in checking in rates in the Western Cement 
I and related cases as set forth in the appendix to Iola Cement 
mt Is Traffic Assn. vs. A. & W. Ry. Co., 87 I. Cc. C. 451, are, and for 
oe, future will be, unreasonable to the extent that they exceed or 
ry Aen rates based on the average of Scales II, III, and IV, calcu- 
— on the distances through Scale II territory, the rates from 
nner Springs to be based on the distances from Kansas City. 


Pm 4 That no fourth section relief will ‘be granted over reasonably 
ow routes, and in order to comply with the requirements of the 
rated ee er ort haul provision of that ‘section on traffic from a higher- 
ated to a lower-rated scale territory, defendants will be permitted 
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to hold the border-point rates as maxima at more distant points in 
the lower-rated territory. 

5. And that where complainants in No. 12578 made shipments 
over routes through Scale II territory and paid rates in excess of 
the average of the scales contemporaneously applicable in the terri- 
tories through which such shipments moved, such rates were un- 
reasonable to the extent that they exceeded rates based on an 
average of the scales applicable in the various territories through 
which such shipments moved; that such complainants paid and 
bore the charges on such shipments as come within this description 
and were damaged thereby in the amount of the difference between 
the charges paid and those which would have accrued at the rates 
and basis of rates herein found reasonable; and that they are en- 
titled to reparation with interest. Such complainants should comply 
with Rule V of the rules of practice. Reparation will be denied in 
all other instances. . 


TRAIN CONTROL DEVICE APPROVED 


In No. 13413, in the.matter of automatic train control de- 
vices, and No. 13413, Sub. No. 20, in the matter of automatic 
train stop device of Union Switch & Signal Company on the 
Illinois division of the Illinois Central Railroad (mimeographed), 
by division 1, the Commission has approved the installation and 
has prescribed requirements in respect of certain apparatus and 
operations with which the carrier is expected promptly to com- 
ply. 

The installation extends from Champaign to Branch Junc- 
tion, Ill., a distance of approximately 121 miles. The total cost 
of the completed installation was $295,533.35, according to the 
report of the carrier submitted at the request of the Commission. 





AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413, the Automatic 
Train Control Device case, sub-No. 21 (mimeographed), after 
inspection and test, has found the installation of control de- 
vices made by the Union Switch & Signal Company on the 
Buffalo division of the Delaware, Lackawanna & Western to 
meet its requirements, with exceptions as noted and changes 
indicated to be made. 


BOX SHOOKS AND SAWDUST 


A finding of unreasonableness, but not of undue prejudice, 
an award of reparation and an order establishing new rates not 
later than October 26, have been made by division 3 in No. 15112, 
Apache Powder Co. vs. Atchison, Topeka & Santa Fe et al., mim- 
eographed, as to rates on box shooks and sawdust, carloads. 
from Albuquerque, N. M., and El Paso, Tex., to Curtiss and 
Kennard, Ariz. Reparation runs on shipments made since Janu- 
ary 1, 1922. 

The Commission found the rates on box shooks unreason- 
able to the extent they exceeded, exceed or may exceed 42.5 cents 
from Albuquerque and 33 cents from El Paso; and, as to sawdust, 
23 cents from El Paso and 30 cents from Albuquerque. 


SLIGO RULE APPLICABLE 


The Commission, by division 4, in No. 17728, West Construc- 
tion Co. vs. Nashville, Chattanooga & St. Louis et al. (mimeo- 
graphed), has found that interstate shipments of sand, in Jan- 
uary, 1924, from Estill Springs to Rockwood, Tenn., were over- 
charged. A combination rate of $1.90 was charged. Under the 
Sligo rule, the Commission found, as claimed by the complain- 
ant, that the applicable rate was $1.60 per ton and said the ship- 
ments were overcharged to that extent. It awarded reparation 
to that basis. 


CANNED GOODS FROM WISCONSIN 


The Commission, by division 3, in I. and S. No. 2669, Canned 
Goods from LaCrosse, Wis. and Winona, Minn., Groups to 
Illinois and Missouri, mimeographed, has found justified a 
proposed increase, from 24.5 cents to 28.5 cents, with exceptions, 
on canned goods, in carloads, from and to the points mentioned 
in the title of the case. It has vacated its order of suspension. 

In explanation of their proposal, which they said was made 
primarily to remove discrimination and bring about observa- 
tion of the fourth section, the carriers said this was but a 
temporary measure preliminary to a contemplated revision of 
rates on canned goods to the fifth class basis in the entire 
Wisconsin territory. They said that even as proposed the 
rates would still be materially less than fifth class and fifth 
class rates in that territory were sub-normal. 

“Although respondents make mention of a further contem- 
plated revision of rates on canned goods in this territory,” said 
the Commission in closing its discussion of the case, “the 
issues in this case are limited to the suspended schedules and 
our finding is not to be understood as extending beyond the 
issues presented to us for determination on this record.” 

The territory of origin, the report said, was mostly in 
western Wisconsin, west and north of Madison. While the rates 
from the origin territory indicated are 24.5 cents, the rates 
from Madison, Milwaukee and other intermediate territory, 
the report says, are 28.5 cents. Apparently, it says, this results 
in fourth section violations via some routes, although the 
carriers say, not any by direct routes. 
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Protests by the Evaporated Milk Association and the 
National Pickle Packers’ Association caused the schedules to 
be suspended. Shippers from Green Bay, Wis., appeared in 
support of the proposed increases. The rate from that point 
to St. Louis, for a haul of 476 miles, is 32.5 cents, while the 
proposed rates from West Salem, Wis., to St. Louis, for a haul 
of 449 miles, is 28.5 cents. The Green Bay witness protested 
against that relationship, and, although saying that he con- 
sidered something less than fifth class would be a reasonable 
basis, he asked that the suspended rates be allowed to become 
effective in order to remove some of what he called the existing 
disadvantage to his section. 

Rate comparisons were submitted by both sides. The 
Commission expressed the belief that compared with rates on 
canned goods applying generally from Wisconsin to other 
destinations and with those in effect generally in central 
territory, the proposed rates did not appear unreasonable. 

Some of the increases are held to 28 cents so that they 
will not be in excess of fifth class. They constitute the 
exceptions mentioned in the initial paragraph. 


REFRIGERATING MACHINERY RATES 


An order of dismissal has been made in No. 16704, Arctic 
Ice Machine Co. vs. Atchison, Topeka & Santa Fe et al. (mimeo- 
graphed), the Commission, by division 4, finding charges on 
nine shipments of refrigerating and ice-making machinery from 
Canton, O., to Oklahoma City, Okla., had not been shown to have 
been illegal, unreasonable or unduly prejudicial. 

Complainant contended the charges imposed on the nine 
carloads, shipped in February and March, 1923, were illegal, un- 
reasonable, and unduly prejudicial to the extent they exceeded 
the charges which would have accrued at actual weight, subject 
to a carload weight of 20,000 pounds, which was contemporane- 
ously applicable on creamery and cheese factory apparatus, in- 
cluding refrigerating machinery. Charges were collected at a 
rate of $1.23 on a 24,000 pounds, graduated, minimum. The rate 
on the cheese factory mixture was higher on a lower minimum 
In disposing of the case the Commission said: 


There is no evidence here to the contrary, and there is no proof 
that the manufacturers of refrigeration and ice-making machinery 
with whom complainant competes are in any different situation than 
complainant is with respect to the carload minima. ‘The allegation 
of undue preference of competing manufacturers is not sustained 
and there is no proof of discrimination damages. In fact, complain- 
ant relies upon the allegation that the charges were illegal. 

The creamery-apparatus item permits a generous mixture of 
various articles differing widely in size, shape, weight and value 
and the same is true of the ice-making-macnhinery item. ‘he fact 
that the two overlap, in so far as retrigeration machinery is con- 
cerned, lends color to complainant’s contention with respect to re- 
frigeration machinery, but not with respect to ice-making ma- 
chinery. The articles shipped constituted ice-making machinery and 
the shipments were properly billed. There is no provision in the 
creamery apparatus list for ice-making machinery and a number of 
articles embraced in the ice-making list, such as ice-cutting ma- 
chines, for example, have no counterpart in the creamery-apparatus 
list. 1f the interpretation contended for by complainant were adopted 
the carriers would find it necessary to curtail, drastically, the gen- 
erous mixtures which they now provide under these and similar 
items, and eliminate from the creamery apparatus list, for example, 
not only refrigeration machinery but also pipe and connections, 


pulleys, smoke stacks, water heaters and numerous unlike articles 
of general use. 


; We find that the charges assailed are not shown to have been 
illegal or otherwise in violation of the act. An order dismissing the 
complaint will be entered. 


HIGHER CHARGE UPHELD 


The Commission, by division 4, has dismissed No. 17332, 
Coovert & Young vs. Louisville & Nashville et al., mimeographed, 
finding the rate of $3.25 charged on a carload of coal, shipped in 
March, 1924, from Hazard, Ky., to Valparaiso, Ind., neither un- 
reasonable nor unduly prejudicial. It further found the car was 
not misrouted, although it was not sent over the route carrying 


a rate of $3.09, which the complainant claimed should have been 
charged. 


Uncertainty as to the meaning of the routing specified in 
-the bill of lading led to the imposition of the higher rate. The 
bill carried instructions as follows: “G T ‘route to protect lowest 
through rate.’” The car was originally consigned to Wolverine 
Coal & Mining Co., also located at Valparaiso, but the name of 
the consignee was changed to that of the complaining firm. 

Complainants’ plant is served by the Grand Trunk, says the 
report, and cars arriving via other routes have to be switched 
by the Grand Trunk. The $3.25 rate applied over a route through 
Granger, Ind., in which, if used, the Grand Trunk would have a 
line-haul. The lower rate was applicable via the route to which 
the Pennsylvania was a party. The claim was made that the 
rate was unreasonable, even over the route of movement. Com- 
plainants contended the car was misrouted, and that, under the 
routing specified by the shipper, should have been forwarded 
over a route carrying the $3.09 rate. As to the meaning of the 
routing instructions, the Commission said: 





The meaning of the routing specified in the bill of lading was 
clear to complainants, having the location of their particular plant 
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in mind, but the agent at point of origin could not be expected ty 
know the location of the original consignee’s or of complainant's 
plant at destination. We have found, in a number of Cases that, 
when the initials of a particular road appear in the space provided 
on the bill of lading for the designation of a route this must hp 
regarded as an expression of the consignor’s desire that the ling 
specified should participate in the movement as a line-haul carrier 
Prentiss & Co. vs. P R. Co., 19 I. C. C. 68. Defendants’ agents 
having this and other decisions of ours in mind, construed the 
initials -“GT’’ as requiring a line-haul movement over the Gran 
Trunk, 


The carriers pointed out that the short line route to Vg. 
paraiso was 45 miles shorter than the route of movement andj 
required only two lines, while the route of movement required 
three. They also pointed out that in the Ohio-Michigan Coq} 
Cases, 80 I. C. C. 663, the Commission had approved higher rates 
from the inner and outer crescents to Granger, a point through 
which this car moved, than over other rroutes, and that it would 
be impossible to publish a rate of $3.09 to Valparaiso via Gran- 
ger without violating the fourth section. On the showing made 
by the carriers the Commission made the findings already men- 
tioned. 





FOURTH SECTION IN THE EAST 


Application of the fourth section more stringently than in 
many other cases has been made in connection with a report 
in I. and S. No. 2670, Class and Commodity rates from 
Pennsylvania to central and Western Trunk Line territories, 
mimeographed, written by Commissioner Campbell. The decision, 
made by division 2, composed of Commissioners Meyer, Campbell 
and Woodlock, gives some fourth section relief to the cir- 
cuitous lines, as to class and commodity rates from the Williams- 
port and Scranton, Pa. groups to destinations in central and 
Western Trunk Line territories, but relief is denied to lines 
having a circuity greater than fifty per cent. Seventy per 
cent has been given so often that it has come to be regarded 
as: the rule. 


Commissioner Woodlock, in a concurring report, presents 
what may not be an absolutely new thought on the subject 
but in such a novel way that, it is believed the novelty of 
_expression alone, if not newness of the idea, will cause it to 
be taken up and discussed. He put it forth as follows: 


Relief under the fourth section is justified only upon the theory 
that the traffic concerned partakes of the nature of a by-product. 
As a by-product and only as a by-product, does such traffic qualify 
itself for this relief under sections 1 and 3 of the act. In my opinion 
the traffic here concerned is of that nature, and is entitled to relief. 
To that extent I concur in the report. I do not, however, agree that 
on the facts there is warrant for limiting the circuity under such 
relief to the extent prescribed in the_report. There is no reason ¥ 
supposing that for instance on route No. 3 as shown in the report 1 
cents per car-mile is not fully compensatory on by-product traffic 
between Scranton and Chicago. I see no reason for departing from 
our not unusual practice of permitting up to 70 per cent circuity 
on all the routes here concerned. 


The whole case is tinged with novelty. For instance, the 
two groups, created in 1911, thought they had fourth section 
relief, to permit of the application of the same rates via the 
indirect as by the direct lines. The groups were created by 
cutting the Williamsport group out of the Philadelphia group 
and the Scranton group out of the New York group. As to 
the situation, Commissioner Campbell said: 


The fourth section departures, which have existed since the 
establishment of these groups and which the carriers had heretofore 
thought protected, arise in connection with the movement of traffic 
over lines comprising the circuitous routes. Thus, taking Scranton 
as a representative origin point and Chicago, Ill., as a representa- 
tive destination point the direct route is by way of the Delaware, 
Lackawanna & Western to Black Rock, N. Y., and the Wabash be- 
yond, a distance of 768 miles. Over this route there are no fourth 
section departures. However, should a shipment be delivered to S 
Central Railroad of New Jersey or the Delaware & Hudson or the 
New York, Ontario & Western at Scranton fourth section departures 
will oceur by reason of the fact that the routes formed by these = 
riers and their connections pass through groups taking higher rates. 


When the carriers were advised that there were fourth sec: 
tion departures, they applied, fourth section application N0. 
12846, for relief. About the same time they filed schedules pro 
posing increases in class and commodity rates, from the two 
groups, so the rates over the circuitous lines would be in strict 
conformity with the fourth section. Shippers protested and pro 
cured suspension. 


No effort was made by the carriers, the report said, to jus 
tify the increases they proposed. On the contrary, it said, they 
devoted themselves to justification of their request for fourth 
section relief. The Commission reproduced a table showing dis 
tances via the direct route of the Lackawanna and the Wabash, 
from Scanton to Chicago via Black Rock, a distance of 18 
miles, and the indirect routes of the Central of New Jersey v# 
Newberry Junction and Shippensburg, the latter ranging 2 
mileage from 871 to 1,242 miles, the latter being 62 per cent cil 
cuitous. Had the 70 per cent rule been followed all the routes 
in the table would have been given relief. Th car-mile earning 
on sixth class, 36,000 pounds minimum, range from 11 cents V4 
the most circuitous route to 17.8 cents via the short route. 





a ae 








iT, No, 8 


ected to 
lainant’s 
eS that, 
Provided 
Must be 
the line 
_ Carrier, 
agents, 
‘ued the 
© Grand 


to Val. 
ent and 
"equired 
20 Coal 
er rates 
through 
t would 
a Gran. 
& Made 
ly men- 


; 


than in 
report 
3 from 
“itories, 
ecision, 
umpbell 
he cir- 
illiams- 
‘al and 
O lines 
ity per 
garded 


resents 
subject 
elty of 
e it to 


theory 
yroduct. 
qualify 
opinion 
> relief. 
ee that 
sr such 
son for 
‘port 11 
traffic 
g from 
circuity 


2e, the 
section 
‘ia the 
ted by 
group 
As to 


ce the 
etofore 
traffic 
sranton 
esenta- 
ljaware, 
sh be- 
fourth 
to the 
or the 
urtures 
$e car- 
rates. 


h sec- 
n NO. 
‘sg pro- 
e two 
strict 
d pro- 


O jus: 
, they 
fourth 
ig dis- 
abash, 
yf 768 
ay via 
ng in 
nt cir: 
routes 
nings 
ts via 

















August 21, 1926 


In discussing the contentions and in disposing of the case, 
Commissioner Campbell said: 


Numerous shippers and shippers’ organizations located in the 
jower rated groups appeared in support of fourth section relief. The 
testimony of these witnesses indicates that it is highly desirable to 
have all available routes open, and while denial of fourth section 
relief to the carriers forming the indirect routes might not be unduly 
purdensome during ordinary transportation conditions, it would cause 
delay in times of car shortage and embargoes by the direct routes. 
These witnesses were unanimous in their opinion that a denial of the 
relief sought would result in loss of business to shippers in the Scran- 
ton and Williamsport groups, and that granting of the relief would be 
in the public interest. No one appeared at the hearing in_ behalf 
of shippers located at any of the higher rated intermediate points. 

The applicant carriers ask for relief without limitation as to 

circuity and in support of such request attempt to differentiate the 
basis of the application from that of circuity of routes. In answer 
to a direct question as to whether the basis of the application is 
eircuity of routes rather than market competition their witness 
stated that it is not a matter of market competition but is a matter 
of circuitous routes and indirect lines passing through higher rated 
erritory. 
; The law is plain that regardless of the basis upon which relief 
is granted we must not permit the establishment of a rate to a more 
distant point that is not reasonably compensatory for the service 
performed. In a territory such as that here considered where the 
rates in general via the direct hauls have been passed upon by 
us and where there is Such a maze of possible routes, making it 
practically impossible to check and enumerate each route available 
in published tariffs, we must place some general limitations upon 
the relief granted, so that rates via direct routes will not be less than 
reasonably compensatory when applied via the circuitous hauls. The 
evidence is clear that the situation is that of indirect and circuitous 
lines and routes asking relief to meet the rates of direct lines and 
routes between competitive points, although passing through higher 
rated territory or groups, and any relief granted will also be made 
subject to the limitation prescribed in the equidistant provision of 
the fourth section. 

We find that respondents have not justified the proposed increased 
schedules. An order directing their cancellation and discontinuing 
the suspension proceeding will be entered. 

The carriers parties to the fourth section application here con- 
sidered will be granted authority to meet via their circuitous lines 
or routes the class and commodity rates contemporaneously main- 
tained via the direct lines or routes from points in the Scranton and 
Williamsport groups to points in central and western trunk line 
territories and to maintain higher rates at intermediate points, pro- 
vided, that the authority herein granted sha!l not include intermediate 
points as to which the haul of the petitioning line or route is not 
longer than that of the direct line or route from and to the competitive 
points, and provided further, that the present rates at the said 
intermediate points shall not be increased except as may hereafter 
be authorized by us, and shall in no case exceed the lowest com- 
bination; and provided further, that the relief herein granted shall 
not apply (1) where the short line or route is 150 miles or less in 
length and the longer line or route is more than 70 per cent cir- 
cuitous; (2) where the direct line or route exceeds 150 miles but 
does not exceed 1,000 miles in length and the longer line or route 
is more than 50 per cent circuitous, except that in instances where 
the short line or route exceeds 150 miles and the longer line or route 
does not exceed 255 miles relief will apply to such longer line or 
route even though the said longer line or route is more than 50 
per cent circuitous; (3) where the direct line or route exceeds 1,000 
miles in length and the longer line or route is more than 33-1/3 
per cent circuitous, except that in instances where the short line or 
route exceeds 1,000 miles and the longer line or route does not 
exceed 1,500 miles in length, relief will apply to such longer line 
or route even though the said longer line or route is more than 33-1/3 
per cent circuitous. 


The relief granted in the final paragraph herein quoted was 
extended in fourth section order No. 9358, to H. Wilson, chair- 
man of the Trunk Line association and the Central Railroad 


Company of New Jersey, in respect of the parties to the tariffs 
named by them. 


HIGH COST LINE APPROVED 


_ In its formal report approving the application of the West 
Pittston-Exeter Railroad Company for authority to build a four- 
mile railroad in Luzerne Couty, Pa., the Commission made its 
grant of authority conditional to the extent that the railroad 
company will be required to tender to the Lehigh Valley and 
to the Delaware, Lackawanna & Western a 10-year option, indivi- 
dually or jointly, to acquire control of the line or company on 
“4 and reasonable terms, subject to the approval of the Com- 

ssion. 

The Lehigh Valley and the Lackawanna were asked by 
power plant companies the proposed line will serve to build the 
line. According to the report, representatives of the Lehigh 
and the Lackawanna stated that the controlling reason for re- 
jection of the proposal was the possibility of disapproval by 
the Commission because of the capital cost involved. The cost 
of constructing the line, including electrification, was estimated 
= from $925,000 to $1,000,000. The property is to be controlled 
y the American Gas & Electric Company and the Pennsylvania 
geod & Light Company whose power plants will be served by 
he line. With reference to the cost of the proposed line and 
the fear of the Lehigh and the Lackawanna that the Commis- 


sion would disapprove the project because of the cost, the 
Commission said: 


. 


Construction costs, with the attendant burden u 
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the transportation needs of the power plant. We are not unmindful 
of the duty imposed upon us to consider not only the present status, 
but also, so far as we are able to forecast the future, the benefits 
which may accrue to the people in the territory here concerned and 
elsewhere, as the logical and natural consequence of the establish- 
ment of an electric generating plant representing an investment of 
$30,000,000. It is shown that the demands for electric power grow 
daily, not only in the field of industry but in the household as well, 
through the adoption of devices contrived to promote the personal 
comfort and physical well-being of the family. 

We are persuaded that, as a general proposition, it is more con- 
sistent with the public interest that short lines, such as proposed to 
be constructed and operated by the applicant, be constructed and 
operated by connecting trunk lines because of the additional expense 
involved in maintaining a separate operating organization, and the 
greater efficiency and economy flowing from wide experience in rail- 
road operation, and the availability of larger facilities and resources. 
Yet we are impressed with the evident sincerity of purpose on the 
part of the power companies and with the fact that the construction 
of the line was not a matter of choice with them. If successful the 
time may come when the applicant’s line will extend northward from 
West Pittston along the west bank of the Susquehanna for many 
miles. The sponsors of the project are now willing to make the large 
expenditures involved and to assume the risk. At a later date the 
Lehigh or the Lackawanna, or both of them, may desire to take 
over the line of the applicant, subject to our approval, upon fair and 
reasonable terms. For reasons given above, we think that an oppor- 
tunity for them to do so should be provided. Our certificate herein 
will therefore require that, within 30 days from and after the date 
thereof, the applicant shall tender to the Lehigh and to the Lacka- 
wanna a 10-year option, individually or jointly, to acquire control of 
the applicant or of its properties upon fair and reasonable terms, 
subject to approval by us. 


CHICAGO BELT OPERATION 


Authority granted the Belt Railway Company of Chicago to 
operate under trackage rights over the Chicago & Western 
Indiana, a distance of approximately 4 miles from a point in the 
southeast section of Chicago to Burnham, IIl., will enable the 
belt line to serve industries located in the area bounded by 
Torrence Avenue on the east, the right-of-way of the New York, 
Chicago & St. Louis Railroad Company on the west and south, 
and the Calumet River on the north, according to the formal 
report of the Commission. The report said there was located 
within the district the Chicago assembling plant of the Ford 
Motor Company which furnished a traffic of from 15 to 30 cars 
daily. The Belt line now operates under lease from the Chi- 
cago & Western Indiana that part of the latter’s railroad called 
the Belt division which is intersected by 34 trunk line railroads 
entering the city of Chicago. 





COMMISSION ORDERS 


The Commission has denied the defendants’ petition for 
postponement of the effective date of the order entered in No. 
16480, John S. Robinson, doing business as the Norfolk Hide 
& Metal Company, vs. Santa Fe et al. 

The Commission has modified its order in No. 16327, Texas 
Portland Cement Company vs. Arkansas Western et al., so that 
it will become effective on October 20 instead of on September 
20. 

Upon the defendants’ request, the Commission has modified 
its order in No. 16341 (and related cases), Nebraska State Rail- 
way Commission vs. Alexandria & Western et al., so that it will 
become effective on December 27 instead of on September 27. 

The Louisville Cement Co. of New York, Inc., has been au- 
thorized to intervene in No. 18150, North American Cement Cor- 
poration vs. Akron & Barberton Belt et al. 

The Western Union Telegraph Company has been permitted 
to intervene in the proceedings in valuation docket No. 851, in 
re valuation of the Chicago and Alton Railroad Company et al. 

The Commission has modified its order entered June 30 in 
No. 17012, H. B. Wilgus et al. vs. Pennsylvania Railroad et al., 
so as to make it become effective on November 1 instead of on 
August 20, 1926. 

The effective date of the Commission’s order in No. 16901, 
in re drayage’absorptions by the Southwest Missouri Railroad 
Company, has been postponed from August 23 to October 22, 
1926. 

The Commission has modified its order in No. 15916, the 
Spanish River Pulp and Paper Mills, Ltd., and the G. H. Mead 
Company vs. Ahnapee and Western et al., so as to make it effec- 
tive on December 1 instead of on August 25. 

The East St. Louis Cotton Oil Company has been permitted 
to intervene in No. 18379, Texas Cottonseed Crushers’ Associa- 
tion et al. vs. Aberdeen & Rockfish et al. 

The Commission has further modified its order of June 2 in 
No. 16544, White Eagle Oil & Refining Company vs. Denver & 
Rio Grande Western et al., so that it will become effective Oc- 
tober 26, 1926, instead of on August 26. 

The Commission has modified its order in No. 13413, in the 
matter of automatic train control devices, entered June 13, 1922, 
so as to provide that the effective date for fulfillment thereof 
shall be October 1, 1926, in lieu of the date specified therein 
with respect to the Boston and Maine Railroad Company. 

The Commission has reopened No. 17130, Russell Grain 
Company vs. A. G. S. R. R. et al., for reconsideration on the 
record as made. . 

The B. Harris Wool Company has been permitted to inter- 
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vene in No. 18193, Boston Wool Trade Association vs. Apache 
Railway et al. 

The Georgia-Florida Saw Mill Association has been per- 
mitted to intervene in No. 18364, Georgia Public Service Com- 
mission vs. Atlantic Coast Line. 

The Board of Railroad Commissioners of the state of South 
Dakota has been authorized by the Commission to intervene in 
No. 18561, Mitchell Chamber of Commerce vs. Chicago, Mil- 
waukee & St. Paul et al. 

The Western Union Telegraph Company has been author- 
ized to intervene in the following valuation proceedings: No. 
848, In re El Paso & Southwestern Railroad et al.; No. 850, 
In re El Paso & Southwestern Railroad Company of Texas; and 
No. 852, In re El Paso and Northeastern Railroad Company. 


SUSPENDED TARIFFS 


In I. and S. No. 2732, the Commission has suspended from 
August 19 until December 17 schedules as published in Kanawha 
Central, I. C. C. No. 7. The suspended schedules propose to 
establish, for the first time, a switching charge on cars applicable 
at all coal mine sidings on the Kanawha Central Ry. reading 
as follows: “Where consignors designate certain cars for billing, 
located on private sidings, such cars designated not being in 
consecutive order from point of interchange with the Kanawha 
Central Ry., there will be a charge of five dollars ($5) per car 
so designated to cover switching and set out service.” This 
proposed charge would be in addition to the present rates 
assessed for moving this traffic. ; 

In I. and S. No. 2728, the Commission has suspended from 
August 14 until December 12 schedules as published in supple- 
ments. Nos. 41 and 43 to Southern Railway I. C. C. No. A-9777, 
and supplement No. 2 to Speiden’s I. C. C. No. 999. The sus- 
pended schedules propose to cancel the interstate rates on tan- 
ning extracts, carloads, from Lynchburg and Charlottesville, Va., 
to Norfolk, Pinners Point and Portsmouth. The following is 


illustrative: ‘Tanning extract, carloads, rates in cents per 100 
pounds: 


To Norfolk, Va., from Lynchburg, Va., present 19%, proposed 
*28-{24; Charlottesville, Va., present 19%, proposed 7*19%-{24. 





*Interstate traffic. 
tFor traffic destined to the Pacific Coast via the Panama Canal. 


7Not applicable to traffic destined to the Pacific Coast via the 
Panama Canal. 


In I. and S. No. 2730, the Commission has suspended from 
August 15 until December 13 schedules as published in supple- 
ment No. 12 to Agent H. G. Toll’s tariff I. C. C. No. 1164. The 
suspended schedules propose to eliminate the present commod- 
ity rate on canned salmon, carloads, from the Pacific coast to 
Knoxville, Tenn., resulting in the application of higher com- 
modity rates with slightly lower carload minimum weight. The 
following is illustrative, rates in cents per 100 pounds: 


From San Francisco, Calif., to Knoxville, Tenn., present *85-{95, 
proposed {95. 





*Carload minimum weight 77,000. 

tCarload minimum weight 70,000. 

In I. and S. No. 2731, the Commission has suspended from 
August 15 until December 13 schedules as published in the 
following tariffs: J. J. Cottrell, agent: Supplement No. 53 to 
I. C. ‘C. No. 486; J. H. Glenn, agent: Supplement No. 73 to 
I. Cc. C. No. A-405; J. H. Glenn, agent: Supplement No. 10 to 
I. C. GC. No. A-491; F. L. Speiden, agent: Supplement No. 17 to 
I. Cc. C. No. 882; F. L. Speiden, agent: Supplement No. 40 to 
I. C. C. 883; and numerous other taariffs making similar changes. 
The suspended schedules propose to cancel provisions applicable 
on cement in Southern Classification territory which at present 
provide that cement, natural or portland, will be subject to a 
carload minimum weight of 50,000 pounds, except when for 
carrier’s convenience a car of less capacity is furnished the 
minimum weight will be the capacity of car, but not less than 
40,000 pounds, and apply in lieu thereof a straight carload mini- 
mum weight of 50,000 pounds regardless of capacity of car 
furnished for carrier’s convenience. 


PETITIONS FOR REHEARING, ETC. 


The Lehigh Lime Company and the Central Freight Asso- 
ciation Lines have filed a petition with the Commission asking 
it to modify and/or amplify the findings and orders entered in 
13014, Lehigh Lime Company vs. Akron, Canton & Youngstown 
et al., I. and S. 2096, in re lime from Eastern Trunk Line points 
to Pittsburgh, Pa., Youngstown, Ohio, and related points, and 
16170 (and Sub. No. 1), Eastern Lime Manufacturers’ Traffic 
Bureau et al. vs. Akron & Barberton Belt et al. 

The defendants in No. 16697, the Chicago, Rock Island & 
Pacific et al. vs. Baltimore & Ohio et al., have filed a petition 
with the Commission asking for reargument, reconsideration 
and postponement of the effective date of its order. 

The complainants in No. 15724, Sub. No. 1, the National 
Refining Company and Canadian Oil Companies, Ltd., vs. Atchi- 
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son, Topeka & Santa Fe et al., have asked the Commission to 
grant a reargument therein. 


The Gulf, Mobile & Northern has asked the Commission ty 
grant rehearing, reargument or reconsideration in No. 1704 


Threefoot Brothers & Company vs. Gulf, Mobile & Northern 
et al. 


The defendants in No. 17012, H. B. Wilgus et al. vs. Pep. 
sylvania et al., have filed a petition requesting a rehearing. 

The defandants in No. 14999, Arizona Corporation Commissioy 
vs. Arizona Eastern et al., have asked for a rehearing, reargy. 
ment and a modification of the Commission’s opinion. 

The complainant in No. 15724, Indian Refining Company 
vs. Louisville and Nashville et al., has filed a petition asking 
for a reopening of the case and rehearing. 

The defendant carriers in Nos. 16341 (and Sub. Nos. 1 and 2), 
Nebraska State Railway Commission vs. Alexandria & Western 
et al., and in No. 16517, Black Hills Wholesale Grocery Company 
vs. Chicago & North Western et al., have filed a petition with 
the Commission asking for a postponement of the effective date 
of its order therein and for argument of the cases before the 
entire Commission. 


The complainant in No. 14886, Black Steel and Wire Com. 
pany vs. Santa Fe et al. has asked the Commission to grant 
rehearing, reconsideration and modification of its order. 

The defendants in No. 13758, Ridenour-Baker Mercantile 
Company et al. vs. Santa Fe et al., have asked the Commission 
to modify its order therein so as to change the minimum weight 
prescribed from 36,000 pounds to 40,000 pounds. 

The defendants in No. 16048, the Iliff-Bruff Chemical Com. 
pany et al. vs. Chicago and Eastern Illinois et al., have filed 
a petition with the Commission asking for reargument before 


the full Commission and for a postponement of the order pending 
such reargument. 


The complainant in No. 17075, the Peninsular Stove Com- 
pany vs. Michigan Central et al., has asked the Commission to 
grant rehearing and reargument. 


FINAL VALUATION REPORTS 


_ Valuation Docket No. 548, Roby and Northern Railroad Con y 
—s “ cota l 114 I. - yh final value for vate-making 
purposes of property owned and used for common ecarri 
found to be $50,500, as of June 30, 1918. Soeriece 

Valuation Docket No. 575, Fort Smith, Poteau and Western 
Railroad Company, opinion No. B-339, 114 I. C, C. 211-21, final value 
for rate-making purposes of property owned and used for common 
carrier purposes found to be $41,600, as of June 30, 1918. 

? Valuation Docket No. 746, Cuyahoga Valley Railway Company, 
opinion No. B-341, 114 I. C. C. 239-52, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $127,285, and of property used but not owned, $105,808, 
as of June 30, 1917. 

Valuation Docket No. 138, Monroe Railroad Company, opinion No. 
B-340, 114 I. C. C. 222-38, final value for rate-making purposes of 
property owned and used for common carrier purposes found to be 
re and of property used but not owned, $928, as of June 30, 

Valuation Docket No. 519, St. Louis & Hannibal Railroad Com- 
pany, opinion No. B-348, 114 I. C. C. 317-38, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $1,906,770, and of property used but not owned, $936, as 
of June 30, 1918. 

Valuation Docket No. 735, Meridian Terminal Company, opinion 
No. B-357, 114 I. C. C. 479-92, final value for rate-making purposes 
of property owned and used for common carrier purposes found to 
bn —* and of property used but not owned, $11,200, as of June 
30, 3 

Valuation Docket No. 451, Cheswick and Harmar Railroad Com- 
pany, opinion No. B-3387, 114 I. C. C. 179-93, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $150,250, as of June 30, 1916. 

_ Valuation Docket No. 156, the Cape Charles Railroad Company, 
opinion No. B-344, 114 I. C. C. 274-82, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $143,412, as of June 30, 1915. 

Valuation Docket No. 570, Salem, Winona and Southern Railroad 
Company, opinion No. B-345, 114 I. C, C. 283-93, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $2,865, and of property used but not owned, 
$98,500, as of June 30, 1917. 

Valuation Docket No. 583, Edgemoor and Manetta Railway, opin- 
ion No. B-346, 114 I. C. C. 294-302, final value for rate-making pur- 
poses of property owned and used for common carrier purposes found 
= aes and of property used but not owned, $848, as of June 

Valuation Docket No. 683, Euclid Railroad Company, opinion No. 
B-347, 114 I. C. C. 303-16, final value for rate-making purposes of 
property owned and used for common carrier purposes found to be 
$29,861, as of June 30, 1918. 

Valuation Docket No. 217, Columbia Union Station Company, 
opinion No. B-351, 114 I. C. C. 387-400, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $162,331, and of property used but not owned, $18,340, 
as of June 30, 1916. 


TENTATIVE VALUATION REPORTS 


Gulf, Mobile & Northern Railroad Company, as of June 30, 1917, 
total owned, $10,660,065; total used, $10,660,000. 


MODIFIED PROCEDURE DOCKET 
Commissioner Meyer has advised those interested that it 
has been decided to withdraw No. 18408, Knickerbocker Port- 
land Cement Co. vs. Boston & Albany et al., from the modified 
procedure docket. This case will be set for hearing in the 
regular course. 
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LEPIDOLITE ORE REPARATION 


In a report, on further hearing, on No. 15085, State Corpora- 
tion Commission of New Mexico et al. vs. Atchison, Topeka & 
Santa Fe et al., Examiner A. S. Parker has recommended limit- 
ing the award of reparation on shipments of lepidolite ore, from 
Embudo, N. M. to Wheeling, W. Va. to shipments moving over 
the lines, parties defendant, that participated in the through 
rates made up of separately established factors. In the original 
report, 96 I. C. C. 412, the Commission found the rate unreason- 
able to the extent it exceeded exceeds, or may exceed 51 cents 
per 100 pounds, minimum 80,000 pounds, and that the Mineral 
Mining & Milling Corporation was entitled to reparation. 

The Pennsylvania, in making its Rule V statements made 
them with the condition attached that they were not to be taken 
as admission of damage to the complainant and with the under- 
standing that the certificate was not to be taken as an ad- 
mission of liability. ‘The question thus presented, said the 
examiner, was whether the Commission had the power to award 
reparation on shipments made at through rates composed of a 
joint rate to the Missouri river and a joint proportional there- 
from when one of the carriers party to the second factor and 
over whose lines the shipments actually moved was not a party 
defendant to the complaint filed July 6. The Pennsylvania, over 
whose lines some of the shipments moved, was not a party de- 
fendant, although it was a party to the joint proportional rate 
from the Missouri River eastward. In discussing and disposing 
of the law question involved, the examiner said: 


It is well settled that when an unreasonable joint rate has 
been collected, the liability of the parties to such action is joint 
and several, and that the commission may award reparation 
against one of the defendant roads, which participated in the 
traffic, even though other carriers which performed a part of the 
service are not made parties defendant. It is also well settled 
that a proportional rate is inseparably connected with and from 
parts of the rates applying to through transportation. A propor- 
tional rate means a part of or the remainder of a through rate, 
or it means nothing at all. Kansas City Transportation Bureau 
VAT. €S. BH. By. Co. 16 £ C. ©. 196. 

When a complaint involves charges applicable to a through 
shipment, the through rate or charge must be brought in issue 
and the participating carriers must be made defendants. A pro- 
portional rate being necessarily a part of the through rate, may 
be attacked as unreasonable providing there is an allegation 
that the through rate is unreasonable because of the unreasonable- 
ness of the particular proportional rate. Stevens Grocer Co. v. 
St. L. I. M. & S. Ry. Co., 42 I. C. C. 396. In this proceeding there 
was no evidence tending to prove that the 29.5-cent proportional 
rate as such was unreasonable or otherwise violative of the law 
and no finding to that effect was made. The unreasonableness 
found by the commission to exist in the charges which were col- 
lected is confined to the through rate composed of the separately 
established factors to and from Kansas City. 

When joint rates are assailed each carrier has at least some 
control over those rates and contributes to the injury complained 
of. Here, there is an entirely different situation. The applicable 
through rates were made up of separately established factors. 
There is no contractual relationship between the Pennsylvania 
and the other carriers publishing the factor heyond the Missouri 
River and the carriers publishing the factor up to the Missouri 
River, and, therefore, no joint and several liability exists such 
as would enable the carriers named as defendants to receive con- 
tribution from the Pennsylvania if an order of reparation were 
issued against these carriers for the shipments which moved in 
part over the line of the latter. Furthermore, there is no evidence 
on which to base a finding that either of the joint component 
parts of the through rate is unreasonable, or to apportion the 
damages among the carriers parties defendant that participated 
in the joint proportional factor beyond Kansas City. 

In Larrowe Milling Co. v. A. A. R. R. Co., 92 I. C. C. 32 and 
96 I. C. C. 329, where a question arose in respect to the carriers 
against which an order of reparation should issue on through 
rates that were found to be unreasonable, the commission’s 
original order was amended to eliminate the statement that car- 
riers not made defendants in the original complaint filed on 
February 27, 1922, may join in the payment of reparation. 

_ It is recommended that the commission should find that as to 
shipments which moved in part over the Pennsylvania at the rates 
assailed, no reparation should be awarded; that with respect to 
the other shipments covered by the complaint as set forth in the 
Rule V statements reparation be awarded on the basis set forth 
in the original report. An appropriate order should be entered. 


TREATED AGGREGATES CASE 


An order of dismissal has been recommended by Examiner 
Paul O. Carter in No. 16452, California Dressed Beef Co. et al. vs. 
Atchison, Topeka & Santa Fe et al., and the cases joined with 
it, On a finding that the rates charged on hogs, from points on 
the Santa Fe and its subsidariés in New Mexico and Texas to 
Los Angeles, prior to October 22, 1923, were not illegally as- 
sessed as alleged; and that the rates on hogs, from points in 
New Mexico, Texas, Kansas and Oklahoma to Los Angeles, since 
November, 1922, had not been unreasonable, unjustly discrimi- 
natory or unduly prejudicial. 

The allegation of illegality rested, according to the report, 
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upon the fact that the intermediate rates, applicable under the 
intermediates rule in the transcontinental tariffs, were not 
treated by the application of the combination rule. The aggre- 
gates, untreated by the use of the combination rule, were 
exacted. On the question of the use of the combination rule in 
treating the aggregates of intermediates the examiner said: 


Complainants’ contention may be summarized as_ follows: 
That the intermediate rule in the transcontinental tariffs provid- 
ing for the application of the aggregate of intermediate rates 
whenever such aggregate was lower than the local or joint rates 
in the transcontinental tariffs had the same effect as if no local 
or joint rates had been published; that as “no published through 
rates” were in effect, the applicable rates were the aggregate of 
intermediate rates treated in accordance with the provisions of 
the Kelly rule. : 

The commission has held that the aggregate-of-intermediates 
clause of section 4 has not been violated in those instances where 
joint rates are higher than the aggregate of intermediate rates 
reduced in accordance with the Kelly rule, and that the joint rates 
are the applicable rates. McLeod v. T. & P. Ry. Co., 89 I. C. C. 
356; Caddo Central Oil & Refining Corp. v. Director General, 83 
I. C. CG. 734; Crowell Lumber & Grain Co. v. Director General, 96 
1..C..6 350. , 

Those were instances where the joint rates were lower than 
the straight aggregate of intermediates but were higher than the 
aggregate of intermediate rates reduced under the Kelly tariff. 
In McLeod v. T. & P. Ry. Co., supra, the commission in construing 
the term “aggregate of intermediate rates” said “the product of 
intermediate rates treated by a rule which results in something 
less than the aggregate is not the aggregate within the meaning 
of this section.” The term used in the intermediate rule in the 
transcontinental tariffs, in which the joint and through rates 
were published, was “aggregate of intermediates,” and means 
the straight aggregate of intermediates, and not the aggregate 
of intermediates reduced under the Kelly tariff. The shipments 
from New Mexico and Texas were not overcharged. 

The intermediate rule in the transcontinental tariff, which 
the carriers had been permitted to publish by virtue of special 
permission of the commission, was canceled, effective May 10, 
1925. References to the Kelly tariff were canceled from Santa Fe’s 
tariff No. 10294, effective September 1, 1923, and from Santa Fe’s 
tariff No. 5907, effective September 1, 1923. Since May 10, 1925, 
the Santa Fe has published in its own tariffs joint and through 
rates from stations in New Mexico and Texas to Los Angeles, 
which have been and are, generally speaking, the same in amount 
as the aggregate of intermediate rates to and from Mojave, in 
effect immediately prior to May 10, 1925. 


In disposing of the case the Examiner said: 


Considerable testimony was introduced showing the character 
of the services accorded shipments of livestock from the origin 
territory to Los Angeles. In numerous cases, services similar to 
those accorded the shipments in question have been described, 
and they are so well known that they need not be repeated here. 
A large portion of the territory through which shipments from the 
origin territory to Los Angeles must be transported is semi-arid 
and in order to prevent loss and damage to the hogs in transit 
the Santa Fe maintains quick schedules, provides watering and 
drenching facilities at numerous points and because there is no 
natural water supply -in much of the territory it is required to 
transport water to many of the points at which the hogs are 
watered and drenched. At Los Angeles, extra engines are used 
to dispatch cars containing hogs to their destinations in that 
district quickly, and because of lack of sufficient unloading facili- 
ties of some of the packers in the Los Angeles district consider- 
paren Ro a is required for the performance of these intraterminal 
services. 

Much additional statistical information and evidence describ- 
ing the services performed were introduced, and upon considera- 
tion of the evidence as a whole, it may be said that it has been 
shown that the rates on hogs from the origin territory to Los 
Angeles are on a low level and produce car-mile earnings which 
— if indeed, they are not less than the cost of the 

ervice, 

The commission should find that the rates charged on hogs, 
in carloads, from points on the Atchison, Topeka & Santa Fe 
and its susidaries in New Mexico and Texas-to Los Angeles, prior 
to October 22, 1923, were not illegally assessed. 

The commission should further find that the rates on hogs, in 
carloads, from points in New Mexico, Texas, Kansas and Oklahoma 
to Los Angeles since November, 1922, were and are not un- 
reasonable, unjustly discriminatory or unduly prejudicial. The 
complaints should be dismissed. 


ILL.-IND. COAL CASES 


Attorney-Examiner W. A. Disque has recommended the dis- 
missal of No. 16340, Illinois Coal Traffic Bureau vs. Alton and 
Southern et al., and the cases joined with it, commonly known 
as the Illinois-Indiana coal cases, on a finding that rates on 
bituminous coal from Illinois and Indiana mines to the Chicago 
district and certain territory generally in the west and north- 
west are not unreasonable or unduly prejudicial. The com- 
plaints, taken collectivelly, Disque said, alleged, in substance, 
that the rates from the complaining mines were unreasonable 
and unduly prejudicial as compared with those from mines in 
western Kentucky and in the so-called inner and outer crescents 
in Pennsylvania, Maryland, the Virginias, eastern Kentucky and 
Tennessee. The complaining mines, in substance, wanted a 
wider spread established on account of their higher labor costs, 
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the complaining mines being largely union, while many of the 
mines alleged to be preferred are non-union. 

Broadly speaking Attorney-Examiner Disque’s recommenda- 
tion that the complaint of the Indiana and Illinois mines, com- 
bined in No. 16340, be dismissed is based on his conclusion that 
the coals from Indiana and Illinois, on the one hand, and those 
coals from Indiana and Illinois, on the one hand, and those 
from the crescent mines, on the other, are not competitive; 
that the great increase in the amount of crescent coal sold 
in the Chicago district, coincidentally with the much smaller 
increase in the tonnage of coal from the Illinois and Indiana 
mines, is due to the development of the by-coke industry in 
connection with the steel industry which requires the coking 
coals of the crescent districts; and that while the labor costs 
in the Indiana and Illinois fields might be higher than in the 
more distant fields, the suitability of the coal was a large factor 
in the determination as to the source of supply for the buyers. 
He said the percentage increases in the rates from the Indiana 
and Illinois mines were much greater than those from the more 
distant ones but that the differences in cents per ton, in favor 


of Illinois and Indiana mines and against the crescents, had 
been materially increased. 


“This is an unusual situation,” said he. “Elsewhere in the 
country, as a rule, coal differentials have been restored to 
pre-war figures.” 


The report covers a sub-number of the title complaint, 
Race Creek Coal Co. et al. vs. Louisville, Henderson & St. Louis 
et al.; No. 17509, Indiana Bituminous Coal Operators’ Associa- 
tion vs. Atchison, Topeka & Santa Fe et al.; a sub-number 
thereunder, Same vs. Same; and No. 17563, Illinois Coal Traffic 
Bureau vs. Atchison, Topeka & Santa Fe et al. 

Intrastate rates from Illinois and Indiana mines to the 
Chicago district, which reaches into Indiana, were before the 
Illinois Commerce and the Public Utilities Commission of In- 
diana, respectively, in cases that were heard with these under 


the plan for cooperation between the federal and state com- 
missions. 


Civic organizations of Indiana cities which owed their exist- 
ence chiefly to the mining industry or depended largely thereon, 
Disque said, intervened in behalf of the complainants. Associ- 
ations of coal operators in western Kentucky and in the 
crescents intervened to oppose any widening of the rate differ- 
ences or differentials that existed in favor of the Illinois and 
Indiana mines. Coal dock operators at west-bank Lake Mich- 
igan ports, Disque said, came into the case to oppose any reduc- 
tions in the rates, particularly in those to Minnesota and Wis- 
consin points. An association representing operators in 
Arkansas, Kansas, Missouri and Oklahoma intervened to oppose 
any reductions in rates from Illinois mines to Missouri River 
cities, Disque said, adding that several other parties intervened 
but took no active part in the proceedings. 


In a general statement as to conditions such as might be 
expected to give the Commission a view of the matter without 
going into the details of rates, Disque said. 


The coal mining industry in Illinois and Indiana is in serious 
condition, due largely to the fact that the miners’ wage scales 
in those states, which are on the basis of the so-called Jacksonville 
agreement and are to remain effective at least until April 1, 1927, 
are so much higher than those in non-union fields in other states 
and so affect production costs that the operators are having great 
difficulty in meeting their competitors’ prices. Complainants fear 
that the situation threatens the gradual extinction of their industry. 
Many of the mines, perhaps more than half of them, are idle. Most 
of them that are still operating are doing so intermittently and at 
little or no profit. A number are in receiverships. The social and 
business life of the mining communities is in deplorable condition. 
Thousands of miners and other people directly or indirectly dependent 
upon the industry are out of work. Commercial activity in general 
in the affected districts is at low ebb. Depression exists in other 
mining regions of the country, but perhaps in lesser degree. As is 
quite commonly known, the industry in general is suffering from 
over-development. 

Complainants and allied interests contend that the rate ad- 
justment also is partly responsible for the present situation, and 
to remedy things they desire a substantial widening of the rate 
differences or differentials in their favor, to be brought about by 
reductions in the rates from the Illinois and Indiana mines or by 
increases in the rates from the other mines or by a combination 
of both means. They do not base their prayers for relief pri- 
marily on the economic conditions above outlined, but ‘ground 
them mainly on transportation conditions. The economic situation 
is urged merely as one of the facts to be taken into considera- 
tion. It may be said incidentally that the Illinois and Indiana 
operators hope that by the time the present wage contracts ex- 
pire they will be able to arrange a somewhat less burdensome 
basis of pay, but say that it will not be one which can reasonably 
be expected to save the industry. 

The Illinois and Indiana coals are generally competitive with the 
western Kentucky coals and to considerable extent with crescent 
coals. However, the latter have much better heating qualities and 
leave less ash. Many industrial concerns that could use the various 
coals interchangeably find that considering rates, prices, heating 
qualities and the cost of handling at the furnaces, it is more eco- 
nomical to use crescent coals. Much of the production in the 
crescents consists of high-volatile coking coals, consumed mainly 
in the by-product ovens of the steel industry. The coking coals 
are competitive with Illinois, Indiana and western Kentucky coals 
only to a limited extent. They generally are purchased without par- 
ticular regard to the differences in rates. The movement of these 
coals has largely supplanted the movement of coke, originally pro- 
duced in beehive ovens, near the mines. 

That complainants are not maintaining their relative position 
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in the coal business is very clear. The situation with respect 

their Chicago sales is particularly important. Chicago is the ci 
cipal and nearest large market for Illinois and Indiana coaj 
years past it has obtained over half its supply from mines in’ these 
states, but has been showing a strong tendency to prefer other coals 
In 1925 it received probably twice as much coal as it did in jy) 
but the amount shipped there by Illinois and Indiana operators % 
1925 was only about 20 per cent over the 1912 tonnage. In other 
words, the western Kentucky and crescent operators have secured 
most of the increase in the Chicago business since 1912. Even der. 
ing the last three years, in which period there have been no materia} 
changes in rates or production costs, the business of the Illinois and 
Indiana operators has decreased. 

Parties opposing complainants contend that no finding of undue 
prejudice can lawfully be made respecting the differentials between 
the Indiana and western Kentucky mines, because the lines that con. 
trol the rates from Western Kentucky donot control those fron 
the Indiana mines. A similar contention is made with respect t 
the rate differences between the Illinois and Indiana mines, on the 
one hand, and the crescent mines, on the other. However, in view 
of the Knoxo case, United States vs, Illinois Central R. R., 263 U. gs 
515, section 3 of the act should not be considered too narrowly, ~ 

The rates from the various groups of Illinois mines are differ. 
entially related to each other. They are generally in purported copn- 
formity with the Illinois Coal Cases, 1920, 62 I. C. C. 741, 644 Lac 
751, requiring the restoration of pre-war differentials in most jn- 
stances. The rates from the various groups of Indiana mines are 
also differentially related to each other, but have not been fixed by 
this commission. They are closely, if not differentially, related to 
the rates from the Illinois groups and are kept more or less in 
line with them. The relationships between the Illinois groups ang 
the Indiana groups, respectively, and between the Illinois groups, 
on the one hand, and the Indiana groups, on the other, are not 
questioned. For the purpose of this report they may be regarded as 
satisfactory. The Illinois complainants ask that we leave them as 
they are and treat Illinois and Indiana as a unit if we reduce any 
rates or fix any new relationships against western Kentucky or the 
crescents, except that one of the complainants seeks a special re. 
duction in the interstate rate from mines in the Danville group to 
Chicago to conform with a reduction required by the Illinois com- 
mission. The Indiana complainants ask that the various Indiana 
groups be given relief, either individually or collectively, accord. 
ing to the merits of the case. The rates from the western Ken- 
tucky group are differentially related to the rates north of the Ohio 
River. The rates from the crescents are not differentially related to 
those from the Illinois, Indiana or western Kentucky groups. 

The evidence of unreasonableness is confined mainly to the rates 
to Chicago. Complainants assume that whatever reductions may be 
made in these rates will be automatically reflected in the rates to 
the northwestern points beyond, which are made with more or less 
relation thereto. 

There has been a tremendous increase in the amount of busi- 
ness done in Chicago by the crescent operators. No doubt the rate 
situation has played its part, but the increase is due largely, if 
not mainly, to the development of the by-product coke ovens at 
Chicago, particularly in the steel industry. In this connection it may 
be noted that in 1925, the total movement from the mines on the 
Louisville & Nashville in the crescents was 60,276 cars, of which 
nearly 60 per cent originated at one mine and went to one con- 
signee, while about 74 per cent originated at four mines and 
moved to four consignees. In 1925, about 15,000,000 tons of crescent 
coals moved by rail to or through Chicago, of which about 10,000,000 
tons was consumed by Chicago by-product ovens. Indications are that 
a heavy tonnage moved beyond Chicago. The balance was sold in 
Chicago, in many instances at prices that the Illinois and Indiana 
operators could not meet. An anti-smoke ordinance interfers with 
the sale of Illinois and Indiana coals in Chicago. Although it appears 
that although a large volume of crescent coal is sold in Chicago in 
competition with Illinois and Indiana coal the greater proportion is 
not competitive. 

As previously stated, the rates from the Illinois and Indiana 
mines have been subjected to a much greater percentage increase 
than have those from the crescent mines, but the latter have been 
increased much more in cents per ton, as may be. seen from the 


low: 
table below (1) (2) (3) (4) (5) (6) 


MEL, cue nadacive sabe weneeiews 1.65 1.95 1.60 1.70 2.09 3.29 
pe err 75 98 70 80 1.90 2.05 
TRPORNS . d6sic bcvesivccnceees .90 97 .90 -90 1.19 1.24 





(1) Springfield. (2) Southern Illinois. (3) Brazil-Clinton. (4) 
Linton-Sullivan. (5) Inner crescent. (6) Outer crescent, 


The differences in favor of the Illinois and Indiana mines and 
against the crescents have been thus materially increased; for in- 
stance, the difference between the Brazil-Clinton group and_ inner 
crescent, formerly $1.20, is now $1.49, or 29 cents greater. This is 
an unusual situation; elsewhere in the country, as a rule, coal dif- 
ferentials have been restored to pre-war figures. 

The record does not establish that the rates assailed are un- 
reasonable or unduly prejudicial. The complaints should be dismissed. 


EXAMINER PROPOSES DISMISSAL 


Examiner R. L. Shanafelt has proposed the dismissal of No. 
17498, Litwood Oil & Supply Co. et al. vs. Atchison, Topeka & 
Santa Fe et el., on a finding that the rates on refined petroleum 
oil, from Coffeyville, Kans. and Ponca City, Tulsa, Boynton and 
Okmulgee, Okla. to Fort Worth, Dallas and Desdemona, Tex. 
are not unjust or unreasonable. The complaint alleged that the 
rates on numerous carloads of lubricating oil shipped from 
Coffeyville, Ponca City, Tulsa, Boynton and Okmulgee to Fort 
Worth and Dallas, and gas, absorption, and 720 oils from Boyn- 
ton and Okmulgee to Desdemona were and are unjust and ul- 
reasonable. The report also covers No. 17441, Transcontinental 
Oil Co. vs. St. Louis-San Francisco et al. That complaint con- 
tained an allegation of undue prejudice which the examiner 
said was withdrawn at the hearing. 

Ninety-three carloads, the rep.ort said, were disclosed by 
the records to have moved, 60 of lubricating oil and 33: carloads 
of so-called gas oil, the latter from Boynton to Okmulgee. 

The refined rates were 56.5 cents from Coffeyville and 45.5 
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cents from the Oklahoma points. They are also the present REFUND ON REFUSE 

rates. - The rate on gas oil was 33 cents. Complainants sought Examiner o ¥. Mohundro, in a proposed report in No. 
rates of 25.5 and 21.5 cents respectively, except from Tulsa, 18043, Pittsburgh Crushed Steel Company vs. Boston & Maine 
rom which point a rate of 23 cents was sought. et al., has recommended that the Commission find that a fifth 


Shanafelt said there was a question as to what was shipped class rate of 36.5 cents charged on shipments of refuse ma- 
as gas oil was that commodity. He said the lemon color and terial from the manufacture of chilled iron shot, in carloads, 
the fact that it was used in the absorption process for the from Amesbury, Mass., to Pittsburgh, Pa., was inapplicable and 
recovery of gasoline from natural gas led to the conclusion that that ‘the rate applicable was the sixth class rate of 30.5 cents. 
the character of the commodity shipped was such as to warrant The examiner said the difference between the charges collected 
the application of the refined oil rate of 45.5 cents thereon. and charges that should have been collected on the basis of 
In effect the object of the complainants was to obtain a_ the applicable rate should be refunded to, complainant. 
preaking up of the big blanket adjustment of rates from Kansas 
and Oklahoma to the near-by points in Texas common-point RATE ON GRAVEL 
territory. The examiner said the complainants asked for rates 
pased on the Kansas intrastate scale. He said the rates here- 
jnbefore mentioned applied from other points in the Kansas 
and Oklahoma groups to all points in Texas common-point ter- 
ritory. He said that while the hauls were for 300 or 400 miles 
the average hauls to common-point territory would be about 510 
miles and 435 miles from the Kansas and Oklahoma groups, 





Examiner A. S. Worthington, in a proposed report in No. 
17871,°W. M. Spencer Company vs. Santa Fe et al., has recom- 
mended that the Commission find that a rate of 13.5 cents, col- 
lected on six carloads of gravel from Holliday, Kan., to St. 
Joseph, Mo., in May, 1925, was, is and for the future will be 
unreasonable to the extent that it exceeded, exceeds or may 
exceed 5 cents a hundred pounds, and awarded reparation. 








respectively. 
The carriers urged that to grant the rates asked for in this 
complaint would break down the adjustment. Shanafelt thought RATES ON CHARCOAL 
the limited issues and records in these proceedings did not An award of reparation in No. 17702, American Sumatra 
warrant the Commission in bringing about that result. Tobacco Company et al. vs. Atlantic Coast Line et al., has been 
proposed by Examiner Bronson Jewell on a finding that rates 
CYCLE SADDLE RATINGS on two carloads of charcoal shipped October 27, 1923, and March 


Examiner Martin J. Walsh has proposed the dismissal of 26, 1924, from Gaskins Siding, Fla., to Amsterdam and Wataga, 
No. 17600, Troxel Manufacturing Co. vs. Baltimore & Ohio et al. Ga., respectively, were unreasonable to the extent that they 
on a finding that the ratings on saddles, in less than carloads, °xceeded $4.35 per net ton. 
from Elyria, O. to points in Official, Southern and Western 
Classification territories, are not unreasonable. : RATES FOUND INAPPLICABLE 

Since the publication of Official Classification No. 1, in A finding of inapplicability and an award of reparation have 
1887, the rating has been first class in that territory. First class peen recommended by Examiner Charles W. Berry in No. 17947, 
was established in the other territories soon after. The saddles [one Star Gas Co. vs. Atchison, Topeka & Santa Fe et al., as 
involved are those used on tricycles, bicycles and motorcycles. to the rates charged on less-than-carload shipments of gas sta- 
The complainant contended that on account of the almost in- tion meters, from Pittsburgh, Pa., to destinations in Oklahoma 
destructible character of the saddles and the fact that no claim and Texas. A first class rate of 299.5 cents was applied. The 
for loss or damage are presented, the first class rating was u2- complainant contended it was inapplicable and that the ap- 
reasonable to the extent it exceeded Rule 25 in Official and plicable rate was a second class rate of 259 cents. It contended 
second in Western and Southern territories. Another question that if the second class rate were not applicable then that the 
was as to whether the first olass rating was not out of line with first class rate was unreasonable. The examiner said the Com- 
the carload rating, the first class carload rating, it contending mission should find the second class rate was applicable and 
being imposed, generally, on articles weighing 10 and 12 pounds that the shipments were overcharged. The question was as to 
per cubic foot while saddles average 22 pounds per cubic foot. whether the things shipped were gas station meters or something 
The carriers denied that proposition, pointing to articles mov- else. The testimony for the carriers was taken from a technical 
ing at first class weighing as much as 105 pounds to the cubic paper, written in 1904, the examiner said, from which the wit- 





fcot. ness concluded that the things were not what was claimed for 
— them. The examiner said that in the face of the positive testi- 
SCHOOL BOOK RATINGS mony of an expert, whose qualifications were not questioned and 


Examiner Morris H. Konigsberg has recommended the dis- whose statements were not contradicted, the only conclusion, 
missal of No. 17684, American Book Company Vs. Ann Arbor Compatible with the record, was that the meters shipped were 
et al. on a finding that the ratings on school books, first ang Station gas meters and entitled to the second class rate. 

third are not unreasonable. The complainant compared the rat- ; 
ings on books, 0. 0. i. b. n., applied on school books, with the LIMITED UNREASONABLENESS FOUND 

ratings on school forms and planks, namely, third in official and Examiner J. C. Peterson, in No. 17166, Turner-Altus Co. et 
second in Western and Southern, in less than carloads, and fifth al. vs. Atchison, Topeka & Santa Fe et al., said the Commission 
in Official and fourth in Western and Southern on carloads to’ should find rates on potatoes, in carloads, from points in Colo- 








show the unreasonableness of the ratings on school books. rado, Idaho, Nebraska, Utah and Wyoming, to destinations in 
Oklahoma and Texas, not unreasonable except that commodity 
LOG SCALE PROPOSED rates in excess of Class C rates, and rates from points on the 


: — Denver & Salt Lake higher to destinations in Oklahoma than to 
i oO ‘ - 

a. ot suena een we k ome ol ng destinations in Texas, unreasonable to ‘the extent indicated. 

except on logs of walnut, cherry and cedar, have been recom; _The complaint, filed by an association and various firms and 

menied te tenenes 1. Cummings in No. 17043, Southern individuals, alleged the rates on potatoes from and to the terri- 

Cotton Oil Co. vs. Atlantic Coast Line railroad, from points on tories mentioned — unjust and unreasonable. Associations, 

ton Atlante Ouest Lies m Gauth Carolina to Savannah, Ga. firms, corporations and individuals intervened in support of the 


rs laint and asked for reparation. 
The compla lleged the rates were unreasonable, and, as com- _— d 3 
pared i. aan like traffic on defendant’s line in South Among other things complainants suggested changes in des- 


: : 4 ‘ tination groups so as to have eight groups in Oklahoma and 
es hm ee Se ee a begun ag Si Texas instead of six and reductions in rates raning from 5 to 38 
lines on nth branch from Ehrhart to Green Point, S.C. After the cents. The examiner said that in the absence of proof of tan- 
complaint was filed, the examiner said, the c omplainant estab- gible injury to complainants or of positive evidence that rates 
lished a mileage scale which represented material reductions pets peed ber ge gent na —, Lae gg agin bes oS 

3 =e 90S. justment should not be changed. e cited, in support o a 
The examiner said the Commission should find that the assaied proposition, Phelps Dodge, Corporation vs. Director General 7 
rates on logs (except walnut, cherry and cedar), minimum =" ‘Cama Se a ee commodity rates they 
40,000 pounds from and to the points hereinbefore described, 


: were attacking sometimes exceeded the Class C rates, which is 
will be unreasonable to the extent that they may exceed the fol- the rating miei applied in the absence of commodity rates, 


lowing scale of rates, in cents per 100 pounds: and that in Commercial Club of Greeley (Colo) vs. C. & 8. Ry. 

30 mil Sie - 5c. cua de eh baa bev sa seserwiaee 3.5  Co., 53 I. C. C. 66, decided April 19, 1919, the Commission found 
40 mation — pear BO. os vince oud c gsivin ed AuD Tey enS SCNT ages AeeITES 4. rates of that sort, from Greeley to points in New Mexico, un- 
50 miles and over WE nis o:5 witkio oo we Hw 04s ee OAS OOP oA? * SE 4.5 reasonable to the extent they exceeded the Class Cc rates. The 
G0 miles GEE OPES GO cn ccc ccccvesesencoecoscoposersesseovess 4. 


5 complainants contended that owing to changed conditions since 
SP millon. ame GO TO ooss ss cecengvescevcessacecoes scorers ree 5. the decision in the Greeley case, the rates should be modified. 
mo miles and over 80 .....-----sescsscsecstrtett esters 6. The examiner said reparation should ibe awarded to the 
: = miles QM OVEL 80) occccccccocccsscocceensescvcesesecs sess 4 Dawson Produce Co., the principal place of business of which 
7 


Sepia el) WO AW 8 5 ois Wisi s ing gawd He 0 RS 980 bleh He Sow sints weir HORS ; 
120 miles eed <GeOP BID sc.cs nc s sips shi ops Feds Hie ee sos HeeH ; is at Oklahoma City. 


10 miles GMO OVET 60... ccc cecccscccencececcecerserscesenes : 
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LUMBER SHIPMENT OVERCHARGED 


An award of reparation has been recommended by Examiner 
C. J. Peterson in No. 17488, National-American Wholesale Lumber 
Association, Inc., for Robert B. Sizer & Co. vs. Atlantic Coast 
Line et al., on a proposed finding that a carload of lumber shipped 
from Charleston, S. C., to Armory, Mass., reconsigned from 
Boston, Mass., in November, 1922, was overcharged to the extent 
that the charges exacted exceeded those which would’ have 
accrued on the basis of a rate of 42 cents plus a reconsignment 
charge of $2.70. Charges were collected on the basis of a com- 
bination rate of 77 cents. 


REPARATION ON ZINC ORE 


Examiner William H. Smith has proposed an award of 
reparation in No. 17931, Weir Smelting Company vs. Santa Fe 
et al., based on a finding that a rate of 25.5 cents charged on 
zine ore shipped in the period between January 8 and February 
28, 1924, from Henryetta, Okla., to Caney, *Kan., was unreason- 
able to the extent that it exceeded 12 cents. 


RATE ON FOUNDRY FLASKS 


Examiner F. L. Sharp has recommended dismissal of the 
complaint in No. 16951, Manufacturers’ Association of Chicago 
Heights, on behalf of American Manganese Steel Company vs. 
Pennsylvania et al., on a proposed finding that the fifth class 
rate on foundry flasks from New Castle, Del., to Chicago Heights, 
Ill., is not unreasonable. . 


WOOL REPARATION NOT PROVED 


Examiner E. H. Kerwin has recommended dismissal of the 
complaint in No. 13540, Boston Wool Trade Association vs. 
Boston & Albany et al., on a proposed finding that the amount 
of reparation due under the findings in 77 I. C. C. 431, had not 
been proven. The proceeding covered carload rates on wool, 
in the grease, in sacks, from points in Iowa and Missouri to 
Boston, Mass. In the original report, the Commission found 
that Jeremiah Williams & Co., Boston, Mass., Carroll Hide & 
Fur Co., Carroll, Ia., and Ohsman & Sons, Cedar Rapids, Ia., 
were entitled to reparation. The case was set for rehearing 
solely for the purpose of determining the amount of reparation 
due to the parties named, on shipments moving from Iowa points 
to Boston. The examiner said that Ohsman & Sons was the only 
shipper in whose behalf testimony was introduced at the hearing. 
The witness for that firm submitted a statement showing the 
amount of reparation claimed. The examiner said the record 
showed that the statement was not prepared by the witness who 
submitted it and did not indicate that he assisted in its prepara- 
tion. Such a statement, he said, could not be accepted as evi- 
dence upon which to base an award of reparation. 


SAND COMPLAINT DISMISSED 


Examiner C. H. Peck has recommended the dismissal of No. 
17822, River Raisin Paper Co. vs. Chicago, Burlington & Quincy 
et al. on a finding that the rate on silica sand from the Ottawa 
district in northern Illinois to Monroe, Mich., is not unreason- 
able or inapplicable. The complaint, as amended, alleged that 
a rate of $2.90 per net ton was unreasonable to the extent it 
exceeded $2. The complainant contended that the applicable 
rate Was $2.65, on the ground that because of the absence of 
routing instructions, Monroe, Mich., was intermediate to Addi- 
son or Lansing, Mich., over routes that could be used. 


OIL RATE UNREASONABLE. 

In a proposed report on No. 18113, White Eagle Oil & Refin- 
ing Co. vs. Denver & Rio Grande Western et al., Examiner M. L. 
Boat said the Commission should find the commodity rate of 
96.5 cents charged on 72 carloads of gasoline and petroleum re- 
fined burning oil, shipped between March 17 and December 15, 
1924, from Casper, Wyo., to Glenwood Springs, Rifle, and Grand 
Junction, Colo., was unreasonable to the extent it exceeded 66 
cents and award reparation. The examiner reviewed Utah 
State Automobile Association vs. A. T. & S. F., 66 I. C. C. 8, 92 
I. C. C. 376, and Jewel Co. vs A. T. & S. F., 104 I. C. C. 380, in 
which the Commission dealt with similar rates on petroleum 
and its products, as well as White Eagle Oil & Refining Co. vs. 
D. & R. G. W., 112 I. C. C. 605, in which rates to points on the 
Rio Grande were involved in support of his conclusion that the 
96.5 cent rate was unreasonable. 


RATES ON LUMBER 


An award of reparation has been recommended by Examiner 
E. J. Murphy in a proposed report in No. 17900, Kentucky Lum- 
ber Company vs. Louisville & Nashville et al., on a finding that 
rates charged on ten carloads of lumber from Sulligent, Ala., 
to destinations in Kentucky were inapplicable. The shipments 
moved in the period between July 6, 1922, and February 6, 1923. 
The examiner said the Commission should find that the rates 
charged were inapplicable and illegal to the extent that they 
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exceeded the charges at the following applicable rates: 25 Cents 
to Livingston, 35 cents to Wallins and Baxter, 36.5 cents to 
Evarts and Harlan, and 37 cents to Poor Fork, Ky. 


RATE ON SAWDUST 


Examiner C. J. Peterson has recommended an award of 
reparation in No. 17646, M. J. Maloney vs. Baltimore & Ohio eg 
al., on a proposed finding that the rate on sawdust from Clarks. 
burg, W. Va., to Newark, N. J., from April 4, 1923, to October 
21, 1925, was unreasonable to the extent that it exceeded the 
present rate of 25.5 cents. The examiner said the Commission 
also should find that the present rate had not been shown to be 
unreasonable or otherwise unlawful. Charges on 112 carloads 
of sawdust were collected on the basis of the applicable sixth 
gg of 28.5 cents, minimum 24,000 pounds, subject to 
rule 34. 


LUMBER RATES PREJUDICIAL 


A finding of undue prejudice and an order to remove it 
have beeen recommended by Examiner W. R. Brennan, in No, 
17165, Nivison-Weiskopf Company vs. Alabama & Vicksburg 
et al., as to rates on lumber from points in Alabama, Florida, 
Georgia, Kentucky, Louisiana, Mississippi and Tennessee to 
Reading, O. The destination point is fifteen miles north of 
Cincinnati on the Richmond division of the Pennsylvania. The 
rates to Reading eharged on shipments within two years prior 
to June 1, 1925, the day of the filing of the complaint, were 
Cincinnati rates, plus 38 cents per ton. The complaint alleged 
the rates were unreasonable and unduly prejudicial to the 
extent they exceeded the Cincinnati rates. Brennan said the 
Commission should find the rates unduly prejudiced the com. 
plainant and unduly preferred its competitors in Cincinnati and 
direct the removal of the undue prejudice. 


BURLAP BAG RATES 


Examiner Edgar Snider, in No. 17408, Riegel Sack Co. vs, 
Central Railroad of New Jersey et al., said the Commission 
should find rates on burlap bags, cotton-lined burlap bags and 
cotton bags, in straight or mixed carloads, from Jersey City, 
N. J., to Philadelphia, Pa., unreasonable, on shipments that 
moved between December 19, 1923, and May 27, 1924, to the 
extent they exceeded 21.5 cents, award reparation and prescribe 
the rate last mentioned for the future. The rates charged were 
third class of 28.5 cents. They were alleged to violate the first 
four sections of the act, a rate of 25 cents being in effect to Nor- 
folk, Va. The rate was voluntarily reduced to 25 cents after 
the shipment’s moved. 


RATE ON BUILDING BRICK 


Examiner Frank E. Mullen has recommended an award of 
reparation in No. 17530, Dan-Gerow Company, Inc., vs. Atlantic 
Coast Line et al., on a proposed finding that a rate of 35.5 cents 
was applicable on building brick shipped from Shawnee, Ohio, 
to St. Petersburg, Fla., in the period March 3 to October 29, 
1924, and that the shipments involved were overcharged in the 
collection of a rate of 40.5 cents. The examiner followed the 
Sligo Iron Store Co. case. 


RATE ON STEEL BARRELS 


Dismissal of the complaint in No. 15989, Mountain Valley 
Springs Company vs. Chicago, Rock Island & Pacific et al., has 
been proposed by Attorney-Examiner William A. Disque on a 
finding that rates on iron and steel barrels or drums, in carloads, 
from Detroit, Mich., and Sharon, Pa., to Hot Springs, Ark., 
have not been shown to be unreasonable. 


REPARATION ON EGGS 


Examiner Arthur Kettler has recommended an award of 
reparation in No. 17676, Sheaffer & Marvel vs. Baltimore & 
Ohio et al., on a finding that rates on eggs, in carloads, shipped 
March 23, 1923, from Brownwood and Killeen, Tex., to Philadel- 
phia, Pa., were unreasonable. Charges on two carloads of eggs 
were collected upon the basis of a rate of $3.4385. The examiner 
said the Commission should find that the rate assailed was 
unreasonable to the extent that it exceeded $2.205. 


BILL POSTER SHEET RATINGS 


Examiner Morris H. Konigsberg has proposed the dismissal 
of No. 17195, National Association of Employing Lithographers 
vs. Atchison, Topeka & Santa Fe et al., on a finding that the 
ratings on printed or lithographed bill poster sheets, in less 
than carloads, in Official, Southern and Western Classification 
territories are not unreasonable. The applicable ratings are 
first in Official and second in Southern and Western. The com- 
plainant contended they were unreasonable to the extent they 
exceeded third in Official and Western and fourth in Southern. 
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COURT WAS WRONG 


In a report on No. 16540, Kohlman Brothers & Sugarman, 
praminer J. Edgar Smith has recommended that the Commis- 
sion permit the Louisville & Nashville to refund overcharges to 
fhe complainant or to Charles Sugarman, the firm’s present rep- 
resentative, part of the charges it collected from the firm, as 
alleged undercharges, on the judgment of the federal court in 
New Orleans. The court judgment was paid, but after the 
money was collected in that way the Louisville & Nashville 
came to the conclusion that there had been a straight over- 
charge of 8.5 cents on three carloads of potatoes from Whitehall 
and Pablo, Mont., to New Orleans. The cars were shipped in 
1921, but the overcharge was collected, as a result of the litiga- 
tion, in December, 1924. The matter was presented to the 
Commission under the shortened procedure method of handling 
cases. 

The complainants contended that a rate of 110 cents, ap- 
plicable to Houston, Tex., was applicable on the three carloads, 
which the complainants had had delivered to them in an effort 
to salvage rejected property. The cars, however, did not go 
peyond New Orleans. The carrier making the delivery sued 
and recovered to the basis of 58.5 cents to St. Paul, Minn., and 
71.5 cents beyond. 

After having collected $254.07 as undercharges the Louis- 
ville & Nashville averred that the recovery was in error and 
that a combination of 121.5 cents, based on Omaha, was ap- 
plicable. Therefore it asked for permission to refund 8.5 cents 
per 100 pounds. 


ABANDONMENT OF C. & A. LINE 


A finding that the present and future public convenience and 
necessity permit the abandonment by the Chicago & Alton of 
operation of the Rutland, Toluca & Northern Railroad, has been 
recommended by Examiner M. S. Jameson in a proposed report 
in Finance Docket No. 4270. The line extends from Rutland to 
Granville, Ill., a distance of about 27 miles. 

The Chicago & Alton acquired the property under a 999-year 
lease October 1, 1910, and has operated it ever since. The 
receivers of the Alton said that the Rutland had been operated 
throughout at a serious loss, that the system was not financially 
able to carry the burden and that the value of the line as a 
feeder was but slight. 


Examiner Jameson said Magnolia, Ill., with a population of 
400 or 500 and several industries, was exclusively served by the 
Rutland. The testimony showed that Magnolia was from 3 to 
6 miles from other railroads. The examiner said abandonment 
of the line would result in at least a temporary hardship and 
some monetary loss to the shippers and residents along the line 
but that the probable injury to be suffered was not sufficiently 
serious to warrant continued operation of the Rutland for purely 
local reasons under the circumstances disclosed by the record. 


FINANCE APPLICATIONS 


The Northwestern Terminal Railroad Company has applied for 
authority to acquire the existing line of railroad and terminal prop- 
erties of the Northwestern Terminal Railway Company of Denver, 
Colo., in connection with reorganization of the railway company. In 
a separate application the railroad company asked authority to issue 
$2,217,000 of 5 per cent first mortgage income gold bonds and 2,217 
shares of common stock without nominal car value. 

The Southern Pacitic Company has applied for authority to op- 
erate under trackage rights over the Fresno Interurban Railway 
Company in Fresno county, Calif., in common with the Santa Fe 
which operates the line under lease. The total number of main 
track miles of the Fresno over which the Southern Pacific proposes 
to operate is approximately 70. The applicant said it proposed to 
acquire the trackage rights from the Santa Fe on a rental basis. 

The Central Railroad Company of New Jersey has applied for 
authority to assume obligation and liability in respect of not exceeding 
$2,670,000 of 4% per cent equipment trust certificates which the ap- 
Plicant said would be sold at competitive bidding. The proceeds will 
be applied on the purchase of 25 steel passenger coaches, 5 baggage 
express cars, 5 combination passenger and baggage cars, 100 gondola 
cars, 200 automobile box cars, 800 steel box cars, the contract cost of 
which is in excess of $3,458,000. 

The Mineral Range Railroad Company and the Hancock & Calu- 
met Railroad Company have applied for authority to abandon 2.1 
miles of main track and certain branch tracks formerly serving 
copper mines in Houghton and Keweenaw counties, Mich. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended August 7 totalled 
10,140,000 net tons, according to the estimate of the Bureau of 
Mines of the Department of Commerce. This was a decrease of 
about 400,000 tons as compared with the preceding week. Pro- 
duction of anthracite was estimated at 1,843,000 net tons, a 
— of about 222,000 tons as compared with the preceding 

eek. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended August 8 totalled 928,335 net tons. Anthracite 
shipped from Lake Erie ports the week ended August 8 totalled 
101,840 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended August 7 totalled 797,983 net tons, of which 
147,245 tons were for New England delivery. 
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SIX CENT GRAIN REDUCTION 


The Trafic World Washington Bureau 


The Commission has assigned I. and S. No. 2729, grain and 
grain products, from the Minneapolis, St. Paul and Duluth 
groups to eastern points, created by its suspension of the Min- 
neapolis & St. Louis and Soo Line tariffs proposing a six cent 
reduction to the east for hearing at Minneapolis, Hotel Nicollet, 
September 13, at 10 a. m., standard time, before Commissioner 
Campbell. 

This relatively early assignment is taken as indicating the 
desire of the Commissioners and members of their staff who 
have been handling the case in its preliminary stages to make a 
disposition of the matter at the earliest possible day so as to 
put the rival grain markets, now greatly agitated, at relative 
east. Early suspension of the tariffs, even before the time for 
the filing of representations on the subject had expired, was 
interpreted as a desire to prevent the spread of the idea any 
farther than it had already gone, that it was desirable for parties 
interested, to make preparations for coming or sending to Wash- 
ington, to assure whatever was desired. 

Commissioner Campbell, as a member of division 2, is 
familiar with all the preliminaries in the matter, and, therefore, 
when the hearing is begun, he will have in mind, without 
further inquiry, not only what the case is all about, but, in a 
broad way, the contentions of the parties on which they may 
be expected to present testimony. Division 2 is the one which 
considers the representations for and against the suspension of 
tariffs. Its members, to the end that they may have a reason 
or reasons for voting for or against suspension, must make an 
examination of the papers so as to make a decision on the 
prima facie showing for or against the issuance of what may 
be termed a restraining order. The parties in interest were 
informally advised that they would be heard on September 13 
before the formal assignment was made so as to close that 
phase of the matter quickly., 


Without waiting for the expiration of the time allowed by 
the rules for the filing of representations for or against the 
suspension of new tariffs, the Commission, in I. and S. No. 2729, 
on August 14 announced the suspension of Minneapolis & St. 
Louis I. C. C. No. B-649 and supplement No. 1 to Minneapolis, 
St. Paul & Ste. Marie I. C. C. No. 6050, from August 25 to De- 
cember 23. The vote was reported as having been taken the 
day before. The time in which representations might have 
been made, under the rules expired August 15, that is, ten 
days before the effective date of the earlier of the protested 
tariffs. 

Suspension so long before the effective date is unusual. 
It was voted in this case to save the time of those interested, 
also trips to Washington on the part of those who thought 
personal attention was required. The issues were clearly de- 
fined almost as soon as the tariffs were filed, if not before, 
because, as viewed by the protestants, the proposals made by the 
railroads mentioned were exactly the same as those placed before 
the’ Commission in 1921 and disposed of in the case created 
by the proposals at that time. By August 13, the day on which 
suspension was voted there were bits of evidence indicating a 
concerted move on both sides to have the Commission flooded 
with telegrams and letters on the subject, each of which, it 
seemed, could say no more than had been said by others. The 
mere date line in a message or letter enabled those handling 
the communications to determine whether the telegram or letter 
was for or against suspension. Cumulative testimony was not 
desired by the Commission. The Commission’s announcement 
was as follows: 


By an order entered today in Investigation and Suspension Docket 
No. 2729, the Interstate Commerce Commission suspended from Aug- 
ust 25 until December 23, 1926, the operation of schedules published 
in Minneapolis & St. Louis Railroad Company’s tariff I. C. C. No. 
B-649, and Supplement No. 1 to Minneapolis, St. Paul & Saut Ste 
Marie Railway Company’s tariff I. C. C. No. 6052 

The suspended schedules propose to establish joint through rates 
on grain and grain products only via the Minneapolis & St. Louis 
R. R. or the Minneapolis, St. Paul & Sault Ste. Marie Ry. and con- 
nections from Minneapolis, St. Paul and Duluth, Minn., Superior, 
Wis., and groups to destinations in Eastern Trunk Line and New 
England territories, which are uniformly 6 cents per 100 pounds 
lower than the current rates from and to the same points which are 
made by combinations on Peoria, Ill., Chicago Junction or Milwau- 
kee, etc., while the rates via all other routes remain on the present 
basis. The following is illustrative: Rates in cents per 100 pounds, 
from Minneapolis, Minn., to New York, N. 
flour, 4314; proposed, wheat, 37; flour, 374%. 


Y., *present, wheat, 43; 





*Peoria combination. 


Action, seemingly, was taken at the unexpected time on 
account of the appearance in Washington of representatives of 
the protesting side of the case suggesting that a hearing be 
held. on the subject. Neither the commissioners nor the mem- 
bers of the Commission’s Board of Suspension felt the need 
of oral representations on the subject. They so advised those 
who had made the suggestions, but even advice did not appear 
to put an end to queries and suggestions that it might be well 
for those interested to come to Washington. 
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The day the announcement of the suspension was made the 
Commission placed on its files telegrams from Minnesota millers 
in favor of the proposed rates and telegrams from milling in- 
terests on the Pacific coast and elsewhere asking for their 
suspension. 

The American Milling Company of Peoria, manufacturer of 
feed, said that if the proposed tariffs were permitted to become 
effective, while it would narrow the differential between the 
millers on the lakes and those in the interior, such as itself, 
they would still leave a difference of $2 per ton, on feed, to 
the advantage of the lake millers. It suggested that that was 
certainly a fair margin of advantage to the lake miller and 
would help the interior miller, materially, in meeting the prices 
of the lake miller in Trunk Line territory. It admitted that 
the miller on the lakes was entitled to an advantage. 

The North Pacific Millers’ Association, Tacoma, asked for 
suspension because grain from Washington, Oregon and Idaho 
was not included in the reductions, thereby creating a dis- 
crimination against Pacific coast milling interests and giving 
eastern millers an additional advantage. It asserted that the 
proposal would give North Dakota an advantage in both the 
eastern and United Kingdom markets. 

Telegrams favoring the proposal were received from the 
Hawley Flour Mills, Hawley, Minn.; Globe Flour Mills, Per- 
ham, Minn.; and the Osakis Milling Company. 

The Tacoma Chamber of Commerce, asking suspension, as- 
serted that the proposed rates would divert grain now going 
out via the Pacific ports to the Atlantic ports. Without a cor- 
responding reduction in the westbound rates, it asserted, an 
unjustifiable discrimination would be created and markets 
generally would be disrupted. 

The Central States Millers’ Association, Indianapolis, the 
Merchants’ Association of St. Louis and Paul A. Walker, of the 
Oklahoma Corporation Commission, also asked for suspension. 

Discussing the proposal of the Minneapolis & St. Louis to 
make a six cent reduction in what it calls the overhead rates, 
the Duluth Board of Trade said: “This is the same proposition 
that the Minneapolis interests have been advocating for the last 
five years.” 

Continuing, the Duluth body said the Commission was fully 
familiar with the proposition because it disposed of it, after 
formal hearing on I. and S. No. 1434, reported in 68 I. C. C. 665, 


" =" it condemns tariffs filed to become effective November 


The only difference between the proposition denied by the Com- 
mission in 1921, and the one herein, is that at that time Minneapolis 
interests enjoyed fewer transit privileges than they enjoy today and 
at that time all the roads serving Minneapolis were in favor of the 
proposed rates, whereas in this case the only railroad that favors 
the reduction is a bankrupt railroad which is on record before the 
state commissions and before the Interstate Commerce Commission 
asking for higher rates than are accorded other railroads in this 
section. Within the past year, we have heard representatives of 
the Minneapolis & St. Paul railroad pleading for higher rates for 
its line—higher even than associate roads in this section. We have 
reference to the testimony of Receiver President Bremner in the 
recent western grain rate advance and the testimony of Witness 
Moffatt in the recent western grain rate cases conducted in Fargo 
before Examiner Fleming. It is true the Soo Line in its tariff shown 
in the caption, followed the lead of the M. & St. L. but only in a 
limited manner in that it only applies to New England destinations, 
and we have positive knowledge that the Soo Line Railroad only took 
this action after and because of the action of the M. & St 


Duluth considers this proposal as a taking care of, by the 
Minneapolis & St. Louis, of the northwestern situation as a 
sort of appendix or complement to its taking care of the south- 
western situation by means of a three cent reduction via the 
Peoria gateway on grain from the Missouri river via Minne- 
apolis on its way to the east. 

“In this proceeding,” says its protest, “the M. & St. L. rail- 
road, having taken care of the southwestern situation prefer- 
entially for Minneapolis, now proposes to take care of the north- 
western situation preferentially for Minneapolis. So they go 
their action in the southwestern case one better and instead 
of hauling grain from Minneapolis to Peoria on balance of 8 
cents they publish these overhead rates via Peoria, which means 
that they will haul grain 478 miles for 7 cents. This is a fact 
because the eastern lines refuse to accept anything less than 
their proportional rates from Peoria to eastern destinations. 
If a bankrupt railroad can haul grain for 478 miles for 7 cents 
100 pounds, and make money at it, there is something radically 
wrong with all our grain rates.” 

Commenting on the establishment of grain rates by the 
Commission in Ex Parte 70, 56 I. C. C. 133, the Duluth board 
said that that action did more than anything else to stabilize 
grain rates. 

“It did not mistreat Minneapolis,” says the Duluth protest. 
“It simply forced Minneapolis to do what Chicago and Duluth 
have to do and that is pay reasonable freight charges when 
they move a car of grain. It took away the preference that 
Minneapolis enjoyed, but it did not extend treatment to Minne- 
apolis any different than it extended to other markets. 

Duluth suggested that permitting the six cent reduction to 
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become effective would not be a fostering, by the Commission 
of either rail or water transportation, as commanded by sectioy 
500. On the contrary, it said, it felt that what was Proposed 
would be destructive of both. 

Approval of what is proposed has been voiced by the Big. 
marck Association of Commerce, Chamber of Commerce of 
Mandan, Minot Association of Commerce, Chamber of (Cop. 
merce of Jamestown, and Commercial Club of Valley City. They 
said they were parties to formal docket No. 17516 and I. and g. 
No. 24609 and that while the relief they sought was not being 
granted by the tariffs in question they would be a benefit ang 
that inasmuch as it was voluntarily offered it should not be 
denied on the plea of various markets and other interests which 
would be adversely affected. 

The Chicago Board of Trade asked for the suspension 
of the tariffs on the ground, among others, that if the proposed 
rates from Minneapolis are reasonable then the ex-lake rates 
from Buffalo are too high. It said the proposed rates on flour 
and other products to the east from Minneapolis were much 
lower than those available to the Chicago miller on his ship. 
ments either via lake or via rail. It called attention to the fact 
that in I. and S. No. 2469 the Minneapolis & St. Louis and other 
Minnesota roads were asking for higher rates to Chicago and 
Peoria. It said, in part: 


We do not know what increased revenue the M. & St. L. would 
derive from the suspended rates in I. and §S. No. 2469 nor what 
reduction in revenue would be sustained by the M. & St. L. under 
the proposed rates from Minneapolis to the east, but we venture the 
suggestion that the M. & St. L. would lose more under the pro- 
posed reductions from Minneapolis than they would gain under the 
proposed increased rates from the country points to Peoria and Chi- 
cago. The M. & St. L. seems willing to take money from the coun- 
try producers and give it to the Minneapolis millers. 

The Sioux City Grain Exchange asked for the suspension 
of the tariffs on the ground that they would cause undue pref- 
erence for Minneapolis and undue prejudice against Sioux City, 

The William Kelly Milling Company, of Hutchinson, Kan, 
asked the suspension of the tariffs by adopting the petition 
of the Southwestern Millers’ League as its own. 

D. A. Wallace, directing editor of The Farmer, published 
at St. Paul, Minn., wrote a letter endorsing the proposals of the 
M. & St. L. and the Soo Line to cut the overhead rates six 
cents. He said the economic situation in the territory affected 
was such as to demand this relief. He suggested that when 
railroads were willing, voluntarily, to reduce rates no argu- 
ments could be successfully maintained against the proposals 
of the Minneapolis & St. Louis and the Soo Line. 

The Indianapolis Board of Trade also asked for the suspen- 
sion of the tariffs in issue. It said it desired to adopt any oral 
argument that might be made against the proposal. 


SOUTHERN GRAIN FLARE-UP 


The Traffic World Washington Bureau 


A southern counterpart, in some aspect’s, of the six-cent 
grain reduction case caused by the tariffs of the Minneapolis & 
St. Louis and the Soo Line, has appeared in No. 12798, 
Galveston Commercial Association et al. vs. Galveston, Har- 
risburg & San Antonio et al., the case in which the Com- 
mission undertook to adjust rates as between New Orleans and 
Galveston. The outbreak in that case is due to a petition of 
the New Orleans Joint Traffic Bureau, for the indefinite post- 


ponement of the Commission’s order of June 24, 1925, in so far. 


as it applies to export rates on grain from Oklahoma and Texas, 
on the theory that Galveston is congested and unable to handle 
wheat for export as and when offered and that therefore the 
adjustment, as between the ports, should be restored to the 
old equalized basis. The New Orleans suggestion ran as to 
wheat from Oklahoma and the New Orleans Joint Traffic Bureau 
said it understood that certain Oklahoma lines felt that it would 
be greatly to the interest of the shippers and receivers of export 
grain served by them to restore the equalized basis pending 
the decision in this case. 

Denial of the allegations and suggestions as to congestion 
at Galveston is made by the Santa Fe and its subsidiaries, the 
Katy, and the Trinity & Brazos Valley. They assert that, on 
the contrary, the wheat has been handled at Galveston with 
dispatch. They said it was strange that none of the Oklahoma 
lines had come to the front with any petition in this case, such 
as that filed by the New Orleans bureau. 

“We can and do assert, with propriety from our constant 
contact with the Oklahoma carriers, that with the possible ex- 
ception of one, and not more than two Oklahoma lines, said 
lines look with extreme disfavor on extending rates that are 
already on the lowest possible level to the Texas ports for ap- 
plication to the substantially greater distant port of New Or- 
leans,” said the objecting Galveston lines. 

The Galveston lines, throughout their answer to the petition 
of the New Orleans Joint Traffic Bureau imply that the Texas & 
Pacific and some of its connections are the lines that are keep- 
ing the situation in an unsettled state. In the original decision 
the Commission directed an increase in the rates on grain, from 


August 


ints i 
Ralvest 
corres DP 

Ho 
Texas | 
jssues - 
continu 


railro< 
of 250 
T 
Jeans 
quest’ 
phase 
of th 
that 
teres 
resul 
subst 
tive 


Orle 
beer 
the 
of t] 
The 
it s 
the 
of | 
and 


wh 
the 
the 
he 
3,3 









Nissin, 
Section 
rOpOsed 


he Big. 
"rece of 
f Com. 
. They 
and §, 
t being 
fit and 
not be 
| Which 


€Nsion 
Oposed 
> Yates 
N flour 

much 
3 Ship. 
1e fact 
| other 
>0 and 


would 
* what 
under 
Ire the 
€ pro- 
ler the 
Thi. 
coun- 
2nsion 
» pref- 
: City, 
Kan,, 
tition 


lished 
of the 
2S six 
‘ected 
when 
argu- 
0Sals 


iSpen- 
’ oral 


3 urcau 


-cent 
lis & 
2798, 
Har- 
Com- 
and 
n of 
post- 
) far 
»Xas, 
ndle 
the 
the 
3 to 
reau 
ould 
port 
ling 


tion 

the 
on 
vith 
yma 
uch 


ant 
ex- 
aid 
are 
ap- 
Or- 


ion 
5 & 
ep- 
ion 
om 


I, No. g 





August 21, 1926 


points in Texas common-point territory more than 350 miles from 
Galveston, to Galveston, for export, from 28 to 33 cents, with 
corresponding increases from Texas differential territory. 

However, the objecting Galveston lines pointed out that that 
texas & Pacific had managed, in its I. Cc. C. 3023 and the re- 
issues in I. C. C. 3267, with effective date of August 8, 1926, to 
continue in effect, from points in common-point territory on 
the Texas & Pacific, Kansas City, Mexico & Orient, Gulf, Texas 
& Western, Roscoe Snyder & Pacific and Abilene & Southern, 
a rate of 28 cents on wheat to New Orleans and sub-ports, for 
export, and correspondingly lower rates from points on the lines 
just mentioned in differential territory, notwithstanding the fact 
that the difference in the average distance from points on the 
railroads named, to Galveston and New Orleans is in excess 
of 250 miles. 

The objecting lines said that the petition of the New Or- 
leans bureau was but an effort to gain more time in court on 
questions that had been threshed out in detail in the various 
phases of the matter. They asserted that every possible phase 
of the grain situation had been gone into at the hearings and 
that they had shown that the action of the New Orleans in- 
terests in getting the December 10, 1925, grain tariffs suspended 
resulted: in continuing in effect, from Oklahoma to New Orleans, 
substantially higher rates than were proposed to become effec- 
tive in those tariffs. 

“We assert it is bordering on the preposterous for the New 
Orleans interests to expect the Commission, after all that has 
been done for New Orleans and its allied interests, to expect 
the Commission, to now even consider a petition for a vacation 
of the order of June 24, 1925, on grain,” said the objecting lines. 
They added that if the Commission were to consider the petition 
it should be only after it had been set for hearing and after 
the true situation with respect to the “very excellent” handling 
of the peak movement of grain through the port of Galveston 
and other Texas ports, in July, had been developed. 

They put into their answer to the New Orleans’ petition 
what they said had actually happened at Galveston in July in 
the way of handling the export wheat, the purport of which was 
that the grain receipts at the Texas ports, in July, although the 
heaviest on record at Galveston and the exports in that month 
3,374,000 bushels greater than in the first three months of the 
1924 season, had been well handled, the average detention of 
cars being only 5.2 days. They reproduced a report to the 
members of the Southwest Shippers’ Advisory Board and 
others concerned, by the district manager, at Dallas, of the 
American Railway Association to the effect that the accumula- 
tion at Galveston had been reduced to 1,714 cars, which was less 
than four days’ unloadings. 

Commenting on newspaper articles to the effect that the 
Texas & Pacific would be willing to accept, as divisions on grain 
from Oklahoma to New Orleans, for export, the same as the 
Texas lines would receive for hauling it to Texas ports, the 
objecting lines said the Commission should not permit the Texas 
& Pacific to transport this traffic when, by its own testimony, 
it had clearly demonstratd that to do so would place an undue 
burden upon other traffic which it transported, in direct viola- 
tion of the law and the rulings of the Commission. 

They said it was obvious that the Commission had to ex- 
ercise its authority to prevent any carrier or group of carriers 
from indulging in discriminatory practices against the Texas 
ports, which the New Orleans petition clearly indicated would 
be the case if the Commission removed the obstacle now in the 
way of the New Orleans interests, namely, its order in this 
case, establishing rates on grain to the rival ports. They figured 
that the Texas & Pacific, if permitted to take the same divisions 
on traffic to New Orleans as the Texas lines received on traffic 
to Texas ports, would be hauling grain from Oklahoma, for as 
little as, approximately, 3.5 mills per ton-mile on traffic received 
at Fort Worth and 2.5 mills per ton-mile on traffic received at 
Sweetwater. 

As in the northern grain reduction case the issue is as to 
how far the rivalry between carriers trying to serve particular 
communities shall be allowed to go. The Texas & Pacific serves 
New Orleans but not.the Texas ports and when those ports were 
equalized, on the grain question, which situation New Orleans 
desires restored by the indefinite postponement of the Commis- 
Sion’s order establishing new rates, it obtained some grain to 
carry to New Orleans. In the same way the Minneapolis & St. 
Louis serves Minneapolis but not other protesting grain markets 


. and believes its own interests require the making of reductions 


to enable Minneapolis to mill grain in transit and send the 
Product, in part, out over its rails, instead of having so much 
of the grain go via Duluth for milling at Buffalo and on which 
traffic it would obtain no haul either on the grain into the mill- 
ing point or the products out therefrom. There is, however, this 
difference. It is alleged there is congestion at the Texas ports. 
No such suggestion has been made in respect of any port or 
milling point in the six cent reduction case. 

The New Orleans organization, in a letter to the Commis- 
sion, pointed that the effect of the change in rates was followed 
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by a change in the relative tonnage to Galveston and New Or- 
leans. Under the equalized rates it said the division was about 
40 to 60 per cent in favor of Galveston, but that under the new 
rates the Texas ports had taken more than 97 per cent of the 
total, leaving New Orleans a very small grain tonnage to 
handle. 

An argument made by New Orleans in favor of equalization 
is that unless the Texas & Pacific and its connections are per- 
mitted to carry wheat and other grain to New Orleans they will 
have to take cars south to New Orleans empty to carry out the 
heavy northbound tonnage. New Orleans asserts that that is 
not the fact with regard to tonnage to and from the Texas 
ports and that therefore distance should not be regarded as 
heavy factor in the case. 


MOVEMENT OF GRAIN 


“The crest of the winter wheat movement is passed, leaving 
behind new high records for railroad performance, and record- 
breaking crop production in certain areas,” says L. M. Betts, 
manager of the closed car section of the car service division of 
the American Railway Association, in a circular letter to rail- 
roads, copies of which have been sent to regional advisory 
board committees. 

The circular sets forth the August 1 estimate of the Depart- 
ment of Agriculture of 212,719,000 bushels for the spring wheat 
crop with the statement that, while the crop as a whole will be 
about 40,000,000 bushels below the five-year average, in certain 
areas of the northwest the crop will be equal to or above the 
average. 

“During the coming three months there will continue 
throughout the west a heavy movement of wheat and other fall 
crops,” says Mr. Betts. “It is highly important that all roads 
continue the program of box car conservation and distribution 
heretofore suggested, viz.: 


(a) Expedite the return of western cars to owners. 

(b) Fill promptly orders from loading roads for grain cars. 

(c) Load grain-fit cars to the west as far as possible. : 

(d) Avoid the loading of new or freshly conditioned box cars with 
commodities that will leave a residue of grease, oil, tar, etc., on the 
a or sides of the cars, unfitting them for grain or grain products 
oading. 

(e) Impress upon all box car users the importance of full co- 
operation in the conservation of equipment, particularly by: 

( Ordering cars in advance of requirements. 

(2) Loading to full capacity. 

(3) Releasing cars promptly for movement, including the unload- 
ing and reconsigning of cars with minimum delay. 


“In view of the peak crop movement now impending in the 
northwest, it is particularly important to give special attention 
to the prompt return to home lines of cars belonging to the fol- 
lowing roads: C. G. W., C. M. & St. P., G. N., M. & St. L., N. P., 
and Soo Line. The roads in bold face are those which serve the 
state of Montana and adjoining territory in North Dakota, where 
the crop prospects indicate a normal grain car demand, start- 
ing by or before September 1.” 

The government estimate of the winter wheat crop, as of 
August 1, was 626,482,000 bushels, as compared with the July 1 
estimate of 567,762,000 bushels. The average yield of winter 
wheat this year was 17.1 bushels per acre, the greatest since 
1914.. Continuing, Mr. Betts says: 

The movement of this crop was featured by certain extraordinary 
conditions: 

(1) From sixty to ninety per cent of the grain in the heavy pro- 
duction territory was harvested with “combines,’’ machines which 
cut and thresh in one operation, greatly expediting the delivery of 
grain to the railroads. 

(2) Much of the territory affected had inadequate or no farm 
storage and very limited elevator capacity, which, with the ‘‘com- 
bines” hharvesting, put a greatly increased burden upon the railroads. 

(3) The two railroads chiefly serving this district—Santa Fé and 
Rock Island—for the period June 16 to July 31, exceeded their previous 
high records of grain loading for the same time by 84 and 57 per 
cent, respectively. 

(4) The southwestern railroads had the largest number of cars in 
storage at the beginning of the season ever on record, and could 
hardly have operated their trains through this wheat territory with 
many more cars on track. 

(5) With limited elevator capacity, particularly on certain thin 
branch lines, the avalanche of grain from the combines quickly 
filled the elevators and, regardless of such relief as could be afforded 
from the best possible distribution of available cars, it became neces- 
sary to dump some wheat on the ground, in order that the farm 
trucks might move back to the fields promptly to protect the steady 
flow from the combines. While some country elevators throughout 
this territory were temporarily closed, the grain stored on the ground 
was confined almost entirely to two branch lines on the Santa Fe. 
However, careful checking of conditions where car shortage occurred 
by representatives of the car service division indicated that no sub- 
stantial loss or damage occurred to this grain and there existed al- 
most unanimous satisfaction on the part of all interests involved 
with the efforts of the railroads to supply cars. Local newspapers 
even carried articles commending the railroads for the splendid serv- 
ice given under most extraordinary and difficult conditions, with a 
crop production which, they all agreed, could not possibly have been 
anticipated. 

Based upon the optimistic reports received from regional advisory 
board sources as to estimated crop production, preparations were 
early made to meet the expected heavy movement to the interior mar- 
kets and gulf ports, by the organization of terminal committees, under 
the jurisdiction of the Trans-Missouri-Kansas and Southwest_Ship- 
pers’ advisory boards. Such committees were established at Kansas 
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City, St. Louis, Fort Worth, Wichita, Hutchinson, Salina, St. Joseph, 
Atchison and at the gulf ports of Galveston and Houston. 

The grain receipts for July more than exceeded the early esti- 
mates, and all previous records for any month at Kansas City, 
Wichita, Hutchinson, Salina and Galveston were exceeded. The en- 
tire movement was handled without congestion, unreasonable delay, 
or even the threat of an embargo. 

,,Credit for this splendid record is chiefly due, unquestionably, to 
the activity and interest displayed by the terminal and port com- 
mittees, the members of which worked unceasingly and accomplished 
results which no railroad agency could even approach. 

The splendid record of the state grain inspection departments 
also deserves special mention, particularly in view of the apprehension 
expressed early in the season lest the protein test would seriously 
retard the disposition of cars. The state railway commissions, par- 
ticularly of Texas, Oklahoma and Kansas, gave the railroads whole- 
hearted support in their efforts to meet carloading demands, and 
have expressed generous appreciation over the results. 

One of the most successful demonstrations of the ability of the 
railroads to meet a car supply emergency occurred in connection with 
the temporary shortage on the Santa Fe, when, under the direction 
of the car service division, every box car available at Chicago suitable 
for grain loading was ordered diverted to that line, resulting in a 
delivery of approximately forty-five hundred grain box cars inside 
of ten days, with voluntary deliveries in addition from both eastern 
and western railroads out of their own supply that brought up the 
total to something like 6,250 cars. About 3,000 cars in addition were 
diverted to the Rock Island, and 750 at St. Louis to southwestern 
lines. This is a very gratifying illustration of the practical effective- 
ness of the®car service rules and the emergency measures possible 
thereunder to meet a situation of this kind. : : 

These facts are given in a preliminary way at this time in order 
that accurate information may be available as to the situation. 

Your continued interest in the proper distribution of western cars, 
in order that the spring wheat movement may be handled success- 
fully, is solicited. 


JUNE OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I steam railroads, for the 
United States as a whole, for June, 1926, and 1925, and for the 
six months ended with June, 1926, and 1925, follow: 





United States 
1926 






1925 
Average number of miles operated..... ee 236,937.75 236,826.89 
Revenues: 
Freight ....cccccccccsccccccccccs suave’ $ 396,687,190 $ 366,142,920 
Passenger ...-ccececccscees Meennananee *92,381,184 $92,628,192 
BE ee bevgkesteu hee nerivesectsdsebeces 7,739,501 7,882,714 
FEXXpresS ...ccccccccesecs tate cemeeee ; 12,721,866 11,897,818 
All other transportation.............. 17,977,004 17,048,786 
Incidental ........++- piste aigulae die aatne-a 11,710,496 10,765,714 
Joint facility—Cr. .....-ceccccecceece js 1,073,324 851,779 
Joint facility—Dr. ......ccccccccsevece 425,880 196,864 
Railway operating revenues...... 539,864,685 507,021,059 
Expenses: 
PMaintenance of way and structures... 79,944,773 74,728,875 
Maintenance of equipment............ 106,184,898 103,159,577 
WRAMG .cciscve pe evawsatncaerescetnwes 9,872,592 9,082,634 
Transportation ...-ceecceccececevceecs 175,189,410 170,639,621 
Miscellaneous operations .........+++. 4,876,965 4,610,252 
NN Qe eawewserns 15,868,516 14,812,697 
Transportation for investment—Cr.... 1,746,703 969,344 
Railway operating expenses....... 390,190,451 376,064,312 
Net revenue from railway operations..... 149,674,234 130,956,747 
Railway tax accruals........e.eeseeestens 32,966,345 29,902,133 
Uncollectible railway revenues... ‘ 103,489 149,457 
Railway operating income.... 116,604,400 100,905,157 
Equipment rents—Dr. balance.... — 7,087,333 6,336,972 
Joint facility rent—Dr. balance........... 2,181,412 2,419,612 
* Net railway operating income......... 107,335,655 92,148,573 
Ratio of expenses to revenues (per cent) 72.28 74.17 
SIX MONTHS 
1926 1925 
pvsenne number of miles operated........ 237,040.02 236,823.09 
evenues: 
IE Fa vse amnacnwea peiiaiteees aise $2,240,833,857 $2,121,166, 443 
PRBGORBST occ cvcescocee ieoodneuetwese -. 7504,680,493 §498,996,895 
BEE. sow Gareretsidceeenetsienen Skewes 47,419,443 48,099,493 
if ID, cccinecaseus SE updater ware 70,249,291 69,503,562 
All other transportation............+.. 100,078,958 96,521,616 
EEE eee 61,235,697 58,374,041 
Joint facility—Cr. ..ccccccccccccs pana 6,378,286 5,142,146 
SOE THOTIRI—De.. ... cvicccciccccecceses ae 2,315,162 1,257,185 
Railway operating revenues...... 3,028,560,863 2,896,547,011 
Expenses: 
Maintenance of way and structures... 413,138,797 388,416,129 
Maintenance of equipment............ 640,866,306 630,227,143 
. AR peeie AF i eS 55,898,839 51,685,694 
NEN oe gia ae be ewan eae 1,077,252,604 1,062,518,864 
Miscellaneous operations ............. 27,315,129 25,571,594 
———— rer aR ht aan 92,583,874 86,919,980 
Transportation for investment—Cr.... 7,204,161 5,449,741 
Railway operating expenses...... 2,299,851,388 2,239,880,663 
Net revenue from railway operations..... 728,709,475 656,657,348 
Railway tax accruals......... he AS wees 182,474,171 168,928,467 
Uncollectible railway revenues....... oe 819,378 864,320 
Railway operating income......... wee 545,415,926 486,864,561 
Equipment rents—Dr. balance ............ 38,006,407 36,136,698 
Joint facility rent—Dr. balance........... 11,642,300 11,329,447 
Net railway operating income......... 494,867,219 439,398,416 
Ratio of expenses to revenues (per cent) 75.94 77.33 





*Includes $3,765,967 sleeping and parlor car surcharge. 
tIncludes $3,503,645 sleeping and parlor car surcharge. 
tIncludes $20,021,804 sleeping and parlor car surcharge. 
§Includes $18,335,743 sleeping and parlor car surcharge. 





REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I steam railways, switch- 
ing and terminal companies not included, for May and the five 
months ended with May, compiled by the Bureau of Statistics 
of the Commission, show the following: 
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Revenue tons carried—196,375,000 for May and _ 185,087,000 for 
May, 1925; 904,958,000 for five months ended with May, and 862 
192,000 for same period of 1925. = 

Revenue tons carried one mile—35,707,375,000 for May and 33. 
164,221,000 for May, 1925; 169,373,645,000 for five months endeq with 
May, and 159,000,122,000 for same period of 1925. 

Freight revenue—$384,550,018 for May and_ $358,650,906 for May 
1925; $1,840,816,190 for five months-ended with May and $1,751,493, 43] 
for same period of 1925. ; 

Revenue per ton-mile—10.77 mills for May and 10.81 mills for 
May, 1925; 10.87 mills for five months ended with May, and 11.9 
mills for same period of 1925. 

Revenue per ton per road—$1.96 for May and $1.94 for May, 1995: 
hg for five months ended with May and $2.03 for same period of 

0. 

Revenue, passengers carried—69,662,000 for May and 71,096,000 for 
May, 1925; 356,646,000 for five months ended with May and 367,076,- 
000 for same period of 1925. ; 

Passenger revenue—$82,713,952 for May and $81,954,391 for May, 
1925; $412,030,328 for five months ended with May, and $406,060,314 
for the same period of 1925. 

Revenue per passenger-mile—2.936 cents for May and 2.929 cents 
for May, 1925; 3.027 cents for five months ended with May and 
3.018 cents for same period of 1925. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended August 7 totaled 
1,083,199 cars, as compared with 1,102,590 cars the preceding 
week, and 1,052,518 and 941,407 cars in the corresponding 
periods of 1925 and 1924, respectively, according to the car 
service division of the American Railway Association. 

Decreases were reported the week ended August 7 in the 
loading of grain and grain products, live stock, coal, forest 
products, and miscellaneous freight, as compared with the pre- 
ceding week. 


Loading by districts the week ended August 7 and for the 
corresponding period of 1925 was reported as follows: 


_ Eastern district: Grain and grain products, 11,599 and 10,606; 
live stock, 2,453 and 2,506; coal, 46,80 and 48,832; coke, 2,996 and 
2,393; forest products, 5,021 and 5,548; ore, 6,523 and 5,411; mer- 
chandise, L. C. L., 73,597 and 72,428; miscellaneous, 105,873 and 
99,786; total, 1926, 255,042; 1925, 247,510; 1924, 217,680. 
_ Allegheny district: Grain and grain products, 4,873 and 4,404; 
live stock, 2,180 and 2,580; coal, 46,448 and 49,078; coke, 5,088 and 
4,311; forest products, 3,355 and 3,766; ore, 14,822 and 12,015; 
merchandise, L. C. L., 55,270 and 53,105; miscellaneous, 85,813 and 
84,288; total, 1926, 217,849; 1925, 213,547; 1924, 192,205. 
: Pocahontas district: Grain and grain products, 376 and 300; 
live stock, 196 and 356; coal, 41,940 and 41,924; coke, 494 and 425; 
peg a tye pt aes and a e8t; ore, ee 87; merchandise, L. C. 
ip. Oe an A ; Miscellaneous, 5,819 and 4,481; total, 1926, 
57,909; 1925, 56,803; 1924, 43,709. X 
_ Southern district: Grain and grain products, 4,650 and 4,740; 
live stock, 1,709 and 2,044; coal, 25,061 and 25,079; coke, 871 and 
965; forest products, 21,126 and 23,483; ore, 1,396 and 1,305; mer- 
chandise, L. C. L., 40,817 and 40,381; miscellaneous, 53,574 and 
48,083; total, 1926, 149,204; 1925, 146,080; 1924, 131,639. 

Northwestern district: Grain and grain products, 10,124 and 
13,005; live stock, 6,790 and 7,339; coal, 5,845 and 6,650: coke, 
1,656 and 1,070; forest products, 15,516 and 15,562; ore, 48,934 and 
39,739; merchandise, L. C. L., 34,112 and 33,669; miscellaneous, 
43,190 and 40,594; total, 1926, 166,167; 1925, 157,628; 1924, 137,062. 

Central Western district: Grain and grain products, 21,553 
and 15,424; live stock, 9,663 and 10,843; coal, 11,989 and 13,901; 
coke, 290 and 266; forest products, 12,974 and 11,911; ore, 3,283 
and 3,605; merchandise, L. C. L., 35,268 and 35,133; miscellaneous, 
63,067 and 61,835; total, 1926, 158,087; 1925, 152,918; 1924, 151,717. 

Southwestern district: Grain and grain products, 6,824 and 
5,083; live stock, 2,396 and 3,118; coal, 4,825 and 4,525; coke, 212 
and 151; forest products, 9,959 and 9,215; ore, 517 and 636; mer- 
chandise, L. C. L., 17,473 and 16,825; miscellaneous, 36,735 and 
38,479; total, 1926, 78,941; 1925, 78,032; 1924, 67,395. 

Total, all roads: Grain and grain products, 59,999 and 53,562; 
live stock, 25,387 and 28,786; coal, 183,088 and 189,989; coke, 
11,607 and 9,581; forest products, 69,582 and 71,502; ore, 75,572 and 
62,798; merchandise, L. C. L., 263,893 and 258,754; miscellaneous, 
er eee and 377,546; total, 1926, 1,083,199; 1925, 1,052,518; 1924, 


Loading of revenue freight this year compared with the two 
previous years follows: 


: : 1926 1925 1924 
Five weeks in January....... 4,432,010 4,456,949 4,294,270 
Four weeks in February ..... 3,676,449 3,623,047 3,631,819 
Four weeks in March ........ 3,877,139 3,702,413 3,661,922 
Four weeks in April ......... 3,795,837 3,726,830 3,498,230 
Five weeks in May .......... 5,142,879 4,853,379 4,473,729 
Four weeks in June ......... 4,112,150 3,965,872 3,625,182 
Five weeks in July .......... 5,245,267 4,945,091 4,470,522 
Week of Awaust FT occ ccc cess 1,083,199 1,052,518 941,407 
SS See PRT PS ane aaa 
WEEE hve Hese we eaias wend 31,364,930 30,326,099 28,597,081 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Au- 
gust 1-7, inclusive, was 179,771 cars, as compared with 199,073 
cars in the preceding period, while the average daily shortage 
was 55 cars, according to the car service division of the Amer- 
ican Railway Association. The surplus was made up as follows: 

Box, 86,135; ventila : ; 
total box, 97,789; flat, 3 309+ Fine gg I ag Bh tL 3960 total coal 


45,836; coke, 1,517; S. D. stock, 16,277; D. D. stock, 2 : i 
11,178; tank, 290; miscellaneous, 789; total, 179,771. lite ecnmaans 


The shortage was made up of 3 box, 10 flat and 42 gondola 
cars. 
Canadian roads reported a surplus of 24,322 cars, made up 


of 22,400 box, 900 S. D. stock, 700 refrigerator cars, and 322 
miscellaneous cars. 
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August 21, 1926 


MOTOR VEHICLE INVESTIGATION 


(Special Correspondence from San Francisco, Calif.) 


A mass of evidence, bearing upon the scope of the motor 
trucking and passenger transportation business in California and 
the interstate motor carrier service between California and 
adjoining states, was submitted, August 12, at the hearing con- 
ducted by Examiner Leo J. Flynn of the Interstate Commerce 
Commission as a part of its nationwide investigation into the 
operation of motor busses and trucks, docket No. 18300. 

The hearing was held in the San Francisco Chamber of 
Commerce assembly room, and was attended by representatives 
of the California Railroad Commission, the Nevada Public Serv- 
ice and State Highway departments, officials of motor carriers’ 
associations from Northern California and Nevada, the Cali- 
fornia Farm Bureau Federation and special industries served by 
the motor carriers. 

The testimony submitted during the first day’s hearing ex- 
pressed a unanimous sentiment against any federal regulation of 
motor transportation operations within the confines of the indi- 
vidual states, but offered no objection to federal regulation of 
interstate motor carrier service. Two representatives of freight 
and passenger motor transportation companies operating between 
Reno, Nevada, and interior California cities made a plea for 
some type of regulation, either federal or through interstate 
agreement, that would protect responsible established carriers 
from unfair competition from irresponsible “wild cat” com- 


petitors. 
The hearing was opened with the formal reports of the state 
officials in charge of motor vehicle regulation. . 


W. J. Handford, head of the motor service department of 
the California railroad commission, summarized the California 
situation as it is shown by the records of the commission. He 
said, in part: 


On June 30, 1926, there were 655 automobile stage and_ truck 
lines operating on the highways of California under the jurisdiction 
of the Commission. Of these, 185 were listed as freight carriers, 120 
were listed under the classification of special carriers, whose field of 
activity is limited to the transportation of certain specific commod- 
ities, such as household goods, cement, citrus products, milk, cream 
and dairy products, hay and grain, eggs and poultry products, lum- 
ber, theatrical properties and scenery, films and film advertising mat- 
ter, automobile accessories, fruits and vegetables, newsprint paper, 
cotton, and other commodities which move in sufficiently large quan- 
tities to justify special equipment and special service. 

The carriers who transport only passengers number 104, an equal 
number transport passengers and freight and 40 carry passengers, 
freight and express. The remaining 112 lines carry passengers and 
express. Statistics taken from the annual reports of the carriers 
operating under authority of the California Railroad commission in- 
dicate the investment and performance of such certified carriers for 
the period of the year ending December 31, 1925. The total invest- 
ment amounts to $21,979,279; the number of passengers carried, 
30,534,540; tons of freight, 1,174,814; revenue from passengers, $9,799,- 
197; freight revenue, $7,662,820; other revenue outside of transporta- 
tion, $3,593,368. The total revenue from all lines reporting amounted 
to $21,055,991. The total expense amounted to $19,671,527. 


Mr. Handford stated, on cross examination, that these figures 
failed to represent anything like a complete total of the motor 
carrier business because of the fact that carriers not operating 
over fixed routes or between fixed termini were not required 
to be certificated by the commission and were outside its juris- 
diction. He estimated that the number of these ‘on call” car- 
riers was greater than the number under the regulation of 
the commission. The number of motor operating concerns 
engaged in interstate business he characterized as so small as 
to be negligible. On question as to his personal opinion, he 
said that he believed federal regulation of the intrastate motor 
carriers would be difficult and expensive. 

Frank B. Warren, secretary of the Nevada Public Service 
department, said that 93 certified operators carried passengers 
and freight in Nevada doing a ‘business of approximately 
$1,000,000 per year. He characterized motor freight and passen- 
ger transportation as “indispensable” in Nevada, where widely 
separated communities, mining camps and the live stock in- 
dustry are totally dependent upon motor transportation. 

_E. H. Walker, secretary of the highways department of 
Nevada, offered in evidence the fourth biennial report of his 
department containing a tabulation of highway maintenance 
costs. He stated that the motor operators cooperated with the 
highway department in keeping the roads open and passable 
in the winter months. 

S. A. Everstine, assistant manager of the traffic bureau of 
the San Francisco Chamber of Commerce, presented a plea from 
his organization for a full investigation of traffic conditions 
before any move to bring about Congressional legislation for 
federal regulation is made. He said: 


\ _As to the need or advisability, at this time, of Congressional 
legislation for federal regulation of motor busses and trucks engaged 
Mm interstate traffic, the San Francisco Chamber of Commerce does 
not now take any position but favors full investigation of the cir- 
cumstances surrounding the traffic. 

We believe the matter can be determined only after a very 
thorough and comprehensive study and investigation of the entire 
motor vehicle transportation business. No legislation upon this sub- 
Ject can be in the best interest of the people of the United States 
except after long study lasting, doubtless, over a period of some years. 
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The situation in California is different from that in many other 
parts of the country because of the fact that we have very little 
freight movement by truck of an interstate character. This move- 
ment is almost entirely an intrastate operation and, although we 
have passenger busses engaged in interstate service, the number 
of interstate passengers transported by bus is very small in com- 
Peter od with the heavy travel of this character entirely within 

e state. 


We have a large amount of freight which moves by truck en- 
tirely within the state, consisting of shipments destined to or 
originating at points without the state and which technically can 
be classed as interstate shipments. 

_An example of this movement occurs when a shipment of dried 
fruit or-canned goods moves from a point in the Santa Clara Valley 
to San Francisco by truck and thence by steamer to United States 
ports on the Pacific or Atlantic or to foreign destinations. 

We have many movements of this character in California both 
in outbound and inbound cargo. 

Automobile common carriers, or as they are sometimes called 
“certificated carriers,’’ engaged in this business, are under the juris- 
diction and are subject to the regulatory powers of the California 
State Railroad Commission. We have heard of no complaints as to 
this situation and understand it to be a satisfactory one. 

Is it in the public interest that a shipment of this character 
and the motor common carrier performing the service be subject 
to federal regulation? This is one of the many questions arising in 
the consideration of this subject in so far as our California situa- 
tiog is concerned. 

Our motor carrier freight movement in California is a short 
haul, not exceeding on an average over 50 miles, with quick delivery 
service, and generally includes pick-up and delivery. 

From our investigation, we find that our shippers are not opposed 
to Federal regulation of interstate motor carriers but are hopeful 
that any Congressional legislation will not, in any way, impair our 
motor service within the state. 

Gwinn H. Baker, representative of a large group of motor 
carriers in presenting a picture of motor operations as he 
knows them, declared that a large part of the truck hauling was 
not in competition with the railroad companies. 

“Motor carriers offer a special service that is not comparable 
with the railroad service,” he said. “In the transportation of 
berries, fresh market produce and milk, for instance, trucks 
would be used whether there was further regulation or not. 
Individual dealers would purchase their own trucks if necessary 
in order to have motor transportation, which eliminates several 
handlings and gets the produce to the city markets fresh and 
early. The picking up and carrying of fruit to the packing plants 
is another such service, also the shipment of household goods, 
particularly in districts where there are no crating facilities.” 

Mr. Baker stated that truck hauling rates were higher than 
railroad freight rates but lower than railroad express rates. He 
also stated that the amount of interstate freight traffic was 
relatively small. 

George Hahn of Fresno, treasurer of the San Joaquin Valley 
Carriers’ Association, explained the large amount of consign- 
ment business now done by motor carriers, who supplement 
the railroad service. He said that the carriers advance the 
freight charges on consignments and collect for it on delivery. 
a service for which no charge is made. Door to door collections 
and deliveries are the rule. 

Mr. Hahn and Leslie E. Alward, of Redding, who carries 
mail, passengers and freight, both stated that they believed any 
federal regulation which made the smaller motor companies 
links in an intercommunicating system, so deferring the collec- 
tion of their labor charges, would work a serious hardship. 

J. F. Brizord, of the California Truck Owners’ Association, 
took a stand for state regulation only. 

“We are for state regulation,” he said. “We can see no 
purpose in adding federal regulation to what we have, so far 
as business within the state is concerned. While we are not 
entirely satisfied with our state provisions, we are working 
at them and expect to enact some additional legislation which 
will eliminate the present weak spots in our state law. This 
will bring the contract carriers under the supervision of the 
railroad commission and eliminate the element of unfairness 
that now exists.” 

Two interstate carriers, L. N. Anderson, of Reno, and Louis 
Ginnochio, of Gardnerville, Nevada, agreed that federal regu- 
lation was needed to protect carriers doing a legitimate trans- 
portation business across state borders from seasonal irrespon- 
sible wildcat concérns who operate without franchises and only 
during the summer peak months. Both presented evidence show- 
ing that reliable service to the communities concerned was 
handicapped by this division of business. 

The hearing was completed at noon, August 13, with testi- 
mony from railroad officials and representatives of shippers. 

That California agriculture, as a body, stands against any 
further regulation of the motor freight hauler’s within this state, 
was the statement made by Edson Abel, legal representative of 
the California Farm Bureau Federation, who presented a mass 
of evidence showing the special service rendered by the motor 
carriers in moving perishable farm products which California 
produces in quantity. 

“The importance of a flexible motor transportation service 
to the farmers of California is probably greater than in any 
other state. The transportation of perishable farm and orchard 
products to the markets, the railroad terminals and the packing 
plants is confined to comparatively brief periods of time,’ Mr. 
Abel explained. “In specific industries and localities tremendous 
masses of perishable produce is moved. The less regulation 
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there is of these carriers the greater the efficiency and flexibility 
of their service. 

“The California Farm Bureau Federation is definitely against 
any increase in regulation within this state. On the matter 
of interstate regulation, we think the amount of interstate auto- 
motive carrying so small that we have taken no stand on the 
matter and will abide by the stand taken by the American 
Farm Bureau Federation.” 

Richard W. Filler, of the Hawaii Consolidated railroad of 
the Hawaiian Islands, presented written evidence on the decline 
of passenger and general merchandise hauling by his road as 
a result of competition of the automotive carriers. Revenues 
from passengers have declined about 20 per cent, he said, 
and the bulk of general merchandise hauling has shown a 
decline of 15 per cent per annum over a period of several 
years. Mr. Filler said that both passenger and freight charges 
of the railroad were lower than those of the motor carriers. 

E. A. McCrery, assistant tax commissioner of the Northern 
Pacific Railway, filed additional data on the amount of taxes 
paid by the railroads for highway maintenance in the State 
of Washington. In explaining the purpose of offering the data 
as evidence, he said: 

The railroads feel that too much of the taxes paid by the rail- 
roads is used in building and maintaining highways that are com- 
petitive in nature and from which no benefits accrue to the rail- 
roads. Out of a total of $97,000,000 levied on real and personal 
property, in Washington in 1925, $10,000,000 was paid by the rail- 


roads. Railroad taxes represent 10 per cent of the funds used for 
highway maintenance and construction. 


On cross-examination, Mr. McCrery admitted that a much 
larger sum was paid into the highway fund through automobile 
registration fees, drivers’ fees, gasoline taxes and automobile 
taxes. 

A report showing the amount of taxes paid by the auto- 
mobile industry in 1925, as compiled by the National Auto- 
mobile Chamber of Commerce, was placed in evidence by J. S. 
Shaughnessy. According to the report automobile taxes in 
1925, both federal and state, amounted to $666,944,345, whereas 
railroad taxes totalled $360,000,000. 

Several individual motor carriers and representatives of the 
shipping interests gave evidence to show that the bulk of the 
freight and passenger carrying done by the motor carriers was 
not in competition with the railroads but offered a special 
service into districts that did not justify the expensive equip- 
ment required for rail service. 

Evidence was also introduced to prove that much motor 
transportation supplemented the rail service. The comparison 
of motor freight rates with rail rates showed that the motor 
rates were uniformly higher than the rail rates, both in passenger 
and freight carrying, according to this evidence. 





(Special Correspondence from Los Angeles, Calif.) 


What was termed as an absolute need for federal regulation 
of interstate motor transportation, together with the benefits 
derived by both the operator and the public from regulation in 
California under the jurisdiction of the Railroad Commission, 
was described August 17 by witnesses at the hearing before 
Examiner Flynn at Los Angeles, California. 

Among those in attendance for the purpose of cross examin- 
ing witnesses were: John M. Meighan, of the American Auto- 
mobile Association; Frederick M. Dolan, representing the 
National Automobile Chamber of Commerce; Edward F. Loomis, 
secretary of the National Motor Truck Committee of the National 
Automobile Chamber of Commerce; C. S. Duncan, of the Asso- 
ciation of Railroad Executives, and counsel for all the railroads 
operating out of Los Angeles. 

The railroads did not submit any testimony at this hearing 
but said they would send written communications to Washington. 

The hearing was attended by hundreds interested in motor 
bus and truck problems, including several of national prom- 
inence in the automotive world. 

The consensus of those who testified for the motor carriers 
was that motor transportation meets a need of the public and 
its frequency and flexibility of service is necessary to the 
development of committees. 

It was also agreed by the majority of the witnesses that 
since motor transportation has been regulated in California, 
the operators had been benefitted by a stabilization in the 
industry. Also, that the profit to the general public had been 
increases in service and guarantees of dependability. 

The need for federal legislation was stressed especially by 
F. D. Howell, vice-president and general manager of the Motor 
Transit Company of Los Angeles and chairman of the Committee 
of twenty-one appointed by the California Railroad Commission 


to draft new legislation covering the motor transportation 
operators. 


He described the condition of interstate bus service as 
chaotic, telling at length the difficulties encountered by travelers 
who use this means of transportation. He stated that tickets 
had been sold in some cases and no service was rendered. 
Travelers had often been stranded, he said, and they found 
themselves without recourse because the driver or operator was 
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irresponsible and could be held to answer only under generg| 
laws. 

This condition, he stated, was not as bad as, but was com. 
parable to that in California before regulation. With the coming 
of regulation, operators were made responsible to the railroad 
commission and the “wildcatters” had been weeded out, to 
large extent. 

The general effect of regulation was to put the motor 
transportation industry into the hands of strong and reliable 
companies, which resulted in a centralization and the building 
up of communities and their industries, he testified. 

As an explanation, he said that many ranches not served 
by railroads had been subdivided and were thriving communities 
since the coming of bus travel. The phenomenal growth of 
bus and truck lines he said, were the result of the fact that 
they gave service which the railroads could not meet. 

Other witnesses were: W. B. Hill, manager of the California 
Electric Railroads’ Association; W. BE. Travis, president of the 
California Motor Carriers’ Association; and Phil Jacobson, 
executive secretary of the California Interurban Freight Asso. 
ciation. 

Mr. Hill, representing 95 per cent of the electric railway 
lines in the state, admitted that busses had made inroads on 
electric car service, but declared that, in the interest of the 
public, bus lines should not be a competing factor. He testified 
that car lines were more economical to operate than busses. 

Mr. Travis’ testimony was to the effect that the motor 
truck and bus industry had been developed by a public demand. 
Bus lines wer eof assistance to rail carriers as feeders, but did 
not generally compete with them, he said. He said, the flex. 
ibility and frequency of bus service was necessary to community 
growth. 

Outlining the network of truck service throughout California, 
Mr. Jacobson told how the industry had prospered under regu- 
lation. He said 95 per cent of the towns served had no other 
regular freight service. Mountain resorts and beaches had 
been connected with intermediate communities by bus and 
truck service, he said. At present, a large volume of the harbor 
business was handled by trucks and service in all parts of the 
state was rapidly being perfected with such innovations as 
refrigerator trucks for perishables and fast machines for mail 
and parcel post. 

That bus lines have not decreased the patronage of rail- 
roads, but on the contrary, travel has been stimulated by auto- 
mobiles and both railroad and bus lines are carrying more 
passengers than before, was the testimony of Charles F. Wren, 
president of the Pickwick Stage System. 

Strongly advocating. federal regulation, he declared that 
the public would never be protected from unscrupulous and 
irresponsible operators until this type of carrier had been 
legislated out of existence. Without intra-state regulation, bus 
companies would be unable to satisfactorily operate interstate 
service, he said. 

Another advocate of federal regulation was Motor Vehicle 
Inspector Gunn, in charge of the Los Angeles bus department 
of the Los Angeles Board of Public Utilities. 

He declared that unregulated interstate bussess were 4a 
menace to public morals and that many passengers had great 
difficulty in obtaining rebates on fares when they did not receive 
service. 

How several persons had been stranded in the desert and 
other places by irresponsible and unregulated interstate motor 
carriers was the story told by Miss Esther McCallauch, of the 
Travelers Aid Society. 

Opposition to interstate regulation by a federal agency as 
against both intrastate and interstate regulation under the juris- 
diction of the state regulatory bodies was expressed at the 
second day’s session by W. E. Travis, president of the California 
Transit Company, a bus concern operating principally in central 
California districts. 

He favored federal regulation, but declared such laws should 
delegate all authority to the state boards which are now con: 
trolling intrastate business. 

That state boards can be in closer touch with situations 
peculiar to every community and would, therefore, use their regu- 
latory powers to a better advantage than a federal commission, 
was the reason Mr. Travis gave for his view. Under such 4 
system, he said, the public would not only receive better pro- 
tection, but more adequate service adaptable to its needs in 
various parts of the country. 

The growing popularity of the stage lines, he said, was due 
to the more adequate and faster service they rendered. He ad- 
mitted that bus rates were generally lower than railroad fares, 
but denied that they had made inroads on railroad patronage. 

In the course of his testimony a protest was voiced by 
Earl A. Bagby, attorney for the California Transit Company, 
because the railroads submitted no evidence at the hearing. — 

Bagby sought to examine the witness at length on certall 
statistical testimony. Examiner Flynn deemed the lengthy ex 
amination unnecessary and ordered the attorney to desist. 

Explaining that the purpose of the questions was to fortify 
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the testimony against being unjustly torn down at a later date 
when no opportunity for explanations would be afforded, Mr. 
Bagby declared that the motor carriers did not know what the 
exact issue was because the railroads made no showing. 

William H. Pearson, president and general manager of the 
Peninsula Rapid Transit Company, testified that, although 
poth steam and electric lines had the best service possible in 
the districts around San Francisco, Oakland, San Jose, and Val- 
lejo, where his company operated, approximately 100,000 people 
a month preferred to ride on busses. This was due largely, he 
said, to their greater speed and flexibility of operation. Railroad 
and bus fares were identical in the district, he said. 

Representing the San Joaquin Valley Transportation Com- 
pany and the Imperial Valley-Los Angeles Express, trucking 
firms, F. M. Hodge testified that, although truck rates were 
higher than railroad charges, the business of both firms was 
steadily increasing. Fast express and freight service by trucks 
that insure deliveries in the San Joaquin Valley one day earlier 
than railroad shipment, despite the discrepancy in rates, had 
opened the valley to Los Angeles business men. Before the 
coming of the truck lines, he declared, the valley was not profit- 
ably accessible to Los Angeles because freight rate differentials 
favored San Francisco. 

He said he favored regulation and urged that it have “teeth” 
that would protect the motor carriers from the “wildcat” oper- 
ators both in interstate and intrastate business. 

Opposing federal regulation on the ground that the time 
had not yet come when it was necessary, Rex Boston, secretary 
and manager of the Truck Owners’ Association of Southern 
California, representing several hundred operators, testified at 
length. He suggested that the state hold control of interstate 
commerce until the motor lines become serious competitors of 
the railroads. He said that, at present, truck operators were 
not competing with the railroads, the trucks being merely feed- 
ers; also that truck operations were limited and not very suc- 
cessful in interstate business. : 

Advocating that regulation should be placed only in the 
hands of the state, Milo W. Bekins, representing the Bekins 
Van Lines, handling household goods and freight on long runs 
between Sacramento, Los Angeles, San Francisco and San Diego, 
said he believed a federal regulatory body with headquarters 
in Washington could not handle the problems of the western 
states. Washington was too far away, he said, to give such a 


body proper access to information concerning the special needs 
of California. 


COMMERCIAL AVIATION 


“Contractors are learning that to be successful they must 
carry passengers and express and it is not going to be long 
until someone puts in a full service of that character,” Post- 
master General Harry S. New said this week in discussing 
failure of private operators of airplane lines carrying United 
States mail to make money. 

Referring to the notice received from Charles Dickinson, 
contract carrier of air mail between Chicago and the Twin 
Cities, of desire to be relieved from the contract, Postmaster 
General New said: 





_ Of course, he lost money. If he had received every cent paid 
in postage for the mail he carried, he would have still lost money. 
Receipts from mail alone would no more meet his expense than 
they would those of the St. Paul or the North Western railroad 
over the same route but that does not mean that there will be no 


= service to those cities and another has already been advertised 
or. 


Mr. New said it was not true that all the contract air 
mail lines were losing money but that it was true that most of 
them were and that most of them would continue to lose so 
long as they depended upon mail only. He said the Department’s 
own night service between New York and Chicago was better 
than paying operating expenses and that the business was 
growing. He said the transcontinental connection from Salt 
Lake with Los Angeles was on a paying basis but that it 
carried passengers; that the line between Jacksonville, Tampa 
and Miami, which also carried passengers, was also on a paying 
basis. He said the recently established line between Washington 
and Philadelphia carried almost its full capacity of eight pas- 
Sengers each way every day. This line is privately operated. 

“Two or three of the contactors on our best lines are placing 
orders for passenger carrying ships,” said Mr. New. “They 


oe er have to come to it and most of them will.” Continuing, 
e said: 


The line between New York and San Francisco has been in 
operation day and night for over two years, since July 1, 1924; the 
extension from Dallas to Fort Worth since the 12th of May; that 
connecting the transcontinental route with Los Angeles at Salt Lake 
City since April 17. All that remains to be done in these cases 
is to make passenger carrying lines on what is now limited to mail. 

It is my sincere belief that within a comparatively short time a 
person desiring to do so may leave New York by a ship carrying the 
air mail after the close of business hours on Saturday and be in 


San Francisco or Los Angeles for the opening of business Monday 
morning. 
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I feel that the United States is committed to the permanent con- 
tinuance of the air service between the two coasts and whenever 
it does get ready to turn the business over to private parties it will 
insist upon a contract satisfactorily guaranteeing that the service 
will be permanently maintained. 


Referring to a statement in which Colonel Paul Henderson, 


‘of the National Air Transport, was quoted as saying that 


efficient air mail service could not be rendered until the govern- 
ment replaced old-fashioned single-engine planes with planes 
propelled by more than one motor, the Postmaster General said: 


I agree with that statement but would amend it by saying that 
that is just as true of the National Air Transport and all other 
companies contemplating carrying air mail as it is of the govern- 
ment. at we have done to date has been accomplished with 
equipment that everybody knows has fallen far short of being up 
to date. As soon as Congress gave us the money with which to 
buy, we ordered 50 new planes of the very best type, 18 of which 
have already been delivered, and which are coming at the rate of 
about three a week. They are designed to carry mail only, for 
obviously the government is not going into the passenger business. 
I repeat that it is my belief that all the contract lines must equip 
themselves with planes of passenger-bearing type before the service 
can be made what we all intend it shall be. 


CIVIL AVIATION PLANS 


In an effort to provide essential airway lighting facilities 
at the earliest opportunity, William P. MacCracken, recently 
appointed aviation secretary of the Commerce Department, has 
announced that five aviators officially known as “extension su- 
perintendents” have been directed to survey five designated air 
routes. 

Capt. A. Raymond Brooks has been assigned to the route 
extending from New York to Boston over which the Colonial 
Air Transport is operating. 

Lieut. William MacKenzie has been assigned to the St. 
Louis-Chicago route, used by the Robertson Aircraft Corporation. 

Lieut. Arthur Halsted has been assigned to the Chicago- 
Dallas route, used by the National Air Transport, headed by 
Col. Paul Henderson. 

Lieut. A. W. Smith of the naval air service and John Bon- 
forte, of the Army Air Corps, will be assigned to the Pasco- 
Washington to Elko-Nevada route and to the Salt Lake City- 
Los Angeles route, within approximately two weeks. 

These aviators will fly the designated routes and locate the 
sites where it is planned to establish 24-inch revolving lights. 
They will also look into the boundary lighting of emergency 
fields which will be provided of approximately 30 miles apart 
along the airways. 

In connection with the installation of lighting equipment, 
Mr. MacCracken stated that the department was now reviewing 
bids submitted by 13 American manufacturers for supplying 
approximately $116,500 worth of lights to be used in marking 
the civil airways. ; 

According to Mr. MacCracken, of the 9,745 miles of airways 
now in operation or proposed for the near future, 2,041 miles 
are already lighted. In the present fiscal year the department 
hopes to be able to light approximately 1,167 miles of the re- 
maining 6,379 unlighted miles of airways. He said that with 
the money now available it would be possible to light only those 
portions of the routes which would be flown in darkness in the 
winter. He said that the schedule on which the air mail con- 
tractors were operating made it necessary to leave terminals 
on the early morning hours or to arrive at terminals at the 
close of day, and that with the loss of daylight, owing to the 
approaching winter months, he was anxious to have as much 
of the work done as soon as possible. Mr. MacCracken feels 
that, with the complete lighting of any airway, night service 
can be inaugurated and that this will be the real test of profit- 
able operation. Flying by night, he says, permits the full use 
of the advantages that the airplane offers. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended August 14 totaled 19,673 cars, as compared with 24,424 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. The 
bureau said that a most striking thing about the produce situa- 
tion in mid-August was the sharp reduction shipments of peaches 
and watermelons. Peaches still held first place, but were 
scarcely more than half the preceding week’s volume. Melon 
output also decreased about 1,000 cars and was lighter than a 


year ago. Shipments reported for the week ended August 14 
follow: 
Apples, 456 cars; cabbage, 180 cars; cantaloupes, 1,347 cars; 


cauliflower, 11 cars; celery, 119 cars; cherries, 102 cars; cucumbers, 
74 cars; eggplant, 2 cars; grapefruit, 5 cars; imports, 8 cars; grapes, 
897 cars; green peas, 82 cars; lemons, 356 cars; lettuce, 779 cars; mis- 
cellaneous melons, 197 cars; mixed citrus fruit, 21 cars; mixed decid- 
uous fruit, 592 cars; mixed vegetables, 656 cars; onions, 508 cars; 
oranges, 743 cars; peaches, 3,989 cars; pears, 1,780 cars; peppers, 41 
cars; plums and prunes, 437 cars; string beans, 10 cars; tomatoes, 


289 cars; watermelons, 2,601 cars; sweet potatoes, 242 cars; potatoes, 
3,158 cars. 
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Industrial Trafic Administration 


Kighteenth of a Series of Thirty-Six Articles on This Subject Written for the Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Receiving Department—Part | 


The receiving of freight by industrial concerns includes the 
taking of delivery of the goods from the carriers, the checking 
of the packages and the contents of packages and containers 
for quantit'y and condition of goods as well as the handling of 
shipments from the time they are received from the carriers 
until they are ready to be taken into stock by the stores-keeping 
department of the industry. It is the function of receiving 
room organizations in industrial plants to attend to the han- 
dling, checking, and sorting of incoming supplies and materials, 
and to the keeping of complete records of the goods received. 


A Typical Receiving Room Organization 


Traffic Manager 


Receiving 
Superintendent or Foreman 
Foreman Invoice Clerks 
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Figure Noe 1 


The receiving of freight’ is obviously very closely connected 
with shipping, and also with local and plant transportation. For 
this reason it is not unusual to find receiving organizations at- 
tached to shipping bureaus or to local and plant transportation 
departments. In other cases, the one department or sub-depart- 
ment includes one or both of these latter departments as well 
as the receiving room. Large industrial establishments that 
receive as well as ship heavy tonnages of freight, however, 
usually have separate shipping and receiving sub-departments 


Chief Clerk 


Figure No. 2. 


or bureaus. These organizations are usually subdivisions of the 
traffic departments, as are the shipping, local transportation and 
plant transportation bureaus. 

In the larger typical industrial establishments that operate 
their own motor trucks, under the supervision of the trans- 
portation bureau, the responsibility of the receiving room com- 
mences when the goods are delivered by the truckmen dt the 
receiving platform. Express shipments are received from the 





trucks of the express company and parcel post shipments from 
the trucks of the U. S. Post Office Department at the receiving 
platform or store door. 

Trap or ferry cars containing less than carload freight from 
the local railway freight stations or transfers, as well as solid 
carload shipments, are unloaded, checked, and sent to stock 
under the supervision of the receiving organization. 


Types of Organizations 


Various plans of organization are found, depending on the 
size of the industry, the nature and amount of tonnage, and 
the kind of business in which the establishment is engaged, 
Briefly, the organization of the receiving room is affected by 
the same factors (and very much to the same extent by these 
factors) that determine the type of organization of shipping 
bureaus or sub-departments which were discussed in Article No. 
14 of this series. These two subdivisions of the industrial traffic 
department are true twins, so that the factors influencing one 
usually affect both. 

The most elementary type of receiving room organization 
is supervised by a receiving superintendent, or foreman, who is 
usually responsible to the industrial traffic manager for the 
management of the sub-department. 


A LARGE SHIPPING ROOM ORGANIZATION. 






Receiving Room Foreman or 
Superintendent 


Over, short 
and damage 


Clerk 


Figure No. 3. 


Several checkers, or receiving clerks, attend to the receiving 
of inbound shipments from inbound cars or from trucks of the 
local motor transportation department, or from the vehicles of 
the express companies and motor lines. These men also check 
the contents of “trap” or “ferry” cars, and of the solid carloads 
of merchandise delivered by the carriers. A number of truck- 
men, usually under the direction of a stevedore foreman or head 
truckman, take the goods from the vehicles and cars to their 
proper storage places. 


The weights of inbound shipments are verified, if this is 
necessary, by reweighing the packages or by reweighing the 
cars, if the shipments are carloads. In the first instance a 
weight clerk supervises the weighing of the goods on the plat- 
form scales, or portable scales, while in the latter case incom- 
ing carloads are weighed by the truck scale master. This man 
is usually a subordinate of the plant transportation division, 
although the records of his weighings or a copy of these records 
are usually sent to the receiving department. 


A billing clerk, or invoice record clerk, or several of them, 
attend to the comparison of inbound freight billing with the 
invoices for the goods or with copies of the purchase orders. 
Copies of these papers are sent to the receiving department by 
the purchasing department. 

Unpackers prepare the goods for stock and inspectors pre- 
pare reports of shortage, breakage, or other exceptions against 
the condition of the goods. Order, short, and damage clerks 
make records of exceptional shipments, so that claims against 
the carriers, or shippers, may be made. This work is often 
done by the receiving clerks, who receive the shipments. A 
typical organization of this type is shown in Figure No. 1. 
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Special Types of Receiving Organizations 


Industries which receive materials of unusual weight or 
size sometimes have receiving room organizations that differ 
somewhat from the one described in Figure No. 1. The receiv- 
ing organization of an iron and steel company, an outline of 
which is shown in Figure No. 2, has a number of crane oper- 
ators and several chain gangs as part of its labor force. These 
gangs are required to attend to the handling of heavy beams 
and girders. 


Large receiving room organizations that handle a large vol- 
ume of less-carload freight have further subdivisions of labor, 
so that, in some cases, a group of men do nothing but unpack 
freight from the containers. The contents of the containers are 
inspected, so that all concealed losses and damages may be 
discovered and reported immediately by a responsible man. 
(These employes are indicated in the outline in Figure No. 3.) 


Plants that receive special types of freight that require 
special loading and bracing in the cars often have one or several 
gangs of stevedores who are trained in unloading these special 
kinds of goods. Automobile factories and assembling plants, 
for example, often have gangs of stevedores who are specialists 
in unloading bodies. These parts come into the plant in carload 
quantities from the factories of the body builders, and are 
especially loaded and braced, so as to get as many bodies in 
the car as can be loaded without danger of damage. The un- 
loading of these cars is a difficult task, for, if the bodies are 
taken out by those without special skill, damage is apt to result. 


A great many types of organizations illustrating variations 
from the typical receiving organizations shown in figures 1, 2, 
and 3, might be described. In general, however, the vast ma- 
jority of receiving bureaus are organized ‘so that one or several 
men perform all of the tasks indicated in these typical organi- 
zation charts. Several of these tasks are often attended to by 
one man in smaller receiving room organizations, while in the 
larger establishments even further subdivisions of labor are to 
be found. 

Receiving Goods from the Carriers 


As the goods are delivered to the receiving platform by the 
motor trucks of the industry or by the vehicles of the express 
and motor carriers, a receiving clerk accepts the packages from 
the drivers. The receiving clerk usually signs a receipt for the 
goods if they are apparently in good condition and all of the 
pieces in the shipment, as shown in the freight bill, are-there. 


If the goods are obviously damaged, or if a smaller number 
of pieces of freight are delivered than are described in the 
freight billing, the receiving clerk indorses the nature and 
extent of the damage or shortage on the receipt which he gives 
the driver delivering the goods. On the other hand, if a greater 
number of pieces are received than the billing calls for, an 
“over-notation,” showing the number and kind of packages de- 
livered in excess of the number billed, is made on the billing. 


Shipments that are delivered to the receiving platform by 
the industry’s own truckmen are received first by these em- 
Ployes at the freight station of the rail carriers, the piers of 
steamship lines or from shippers within trucking distance of 
the industry. Over, short, and damage notations are made on 
the delivery receipt by the truckmen at the railroad or steam- 
ship freight depots or at shipper’s warehouses, so the carriers 
may have notice of such irregularities before the goods are 
accepted from their agents by the consignees. These notations 
Should coincide with the notations made at the receiving plat- 
form of the industry. If they do not, it indicates either that 
the truckmen have been negligent in receiving the shipment at 
the freight house or steamship dock, or that the damage or loss 
has occurred while the goods were in the possession of the 
truck driver. In either event the responsibility for the condition 
of the goods is established. 


In most industrial receiving organizations the receiving 
clerk is responsible for the condition of the goods which he 
receives. If the proper notations are made in receiving reports 
indicating the nature and extent of damages, shortages, or ex- 
cesses are made he is relieved from any further responsibility 
in the matter. If no such records have been taken, however, 
the receiving clerk who has receipted for the goods is usually 
held responsible for the condition of the goods. 


Receiving Records 


_ Individual records are usually kept for each shipment re- 
ceived whether it is received in good condition, short, over, or 





POSITIONS WANTED OR OPEN 


POSITION WANTED—As traffic manager with progressive or- 
Sanization; nine. years’ experience in foreign and domestic traffic; 
Alexander Hamilton Institute trained executive; northeast or middle 


on na states preferred. Address T. T. E., care Traffic World, Chi- 
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damaged. These records, as a rule, contain the following in- 
formation: 


The name and address of the shipper. 

The point of shipment. 

The date of shipment. ' 

The railroad way-bill number or steamship, motor or express 
billing reference number. 


we CO bo 
sea. 


5. The date of the way-bill or other shipping document. 

6. The number of pieces in the consignment. . 

7. The kind of packages used. - : 

8. The weight of each of the packages and of the entire ship- 
ment. . : 

9. The receiving number or other identifying mark that has been 


placed upon the shipment by the receiving clerk or checker. 

10. The date of delivery at the receiving room. ’ 

11. The kind of transportation service used, rail, rail-and-water, 
express, motor or parcel post. 

12. The full route of the shipment. = 

13. Other information which will enable the freight bill auditing 
division, or other branch of the traffic department of the -industry 
to check the transportation charges. . 

These records are adapted to meet the peculiar needs of 
different industries, so that additional identifying information 
is added in some cases, while in other instances all the informa- 
tion provided for in the typical list shown above is not needed. 
The receiving clerk usually is made responsible for the prep- 
aration of these record sheets in the first place. From him 
they go to the office of the head of the receiving department, 
where the clerical staff completes the records and sends copies 
of the sheets to the heads of all departments that are interested 
in the shipments. 

Reports that contain notations of shortage, excess, or dam- 
age are sometimes made on paper of a different color, or on 
different kinds of forms, so that such report may be readily 
distinguishable from the records of goods received in perfect 
condition. Copies of over, short, and damage reports are veri- 
fied by the chief receiver, or by special O. S. and D. clerks in 
the receiving room office, and copies are usually sent to the 
claim bureau of the traffic department, to the purchasing de- 
partment, to the stock or stores department, and to the ac- 
counting department, so that appropriate action may be taken 
with the carriers, or shippers, that are responsible for the 
condition of the goods. A typical form of this character and 
the departments to which copies are sent is shown in Form 
No. 1. 


RECEIVING REPORT 


Consignor 
Packages 
Quantity | Rejects | Weight 


Articles Sent to 


Received by 
Remarks 


Dist. No 
(Use this blank for each shipment and each req. No.) 


Form No. 1 


A receiving report used by an automobile 
plant receiving bureau. . 

One copy~to traffic manager. 

One copy to purchasing department. 

One copy to production department. 

One copy to planning department. 

One copy retained by receiving department. 


OCEAN PASSENGER TRAFFIC 


Ocean-borne passenger traffic in the first quarter of 1926 
was practically the same as in the same period of 1925, accord- 
ing to the Bureau of Research of the Shipping Board. The 1926 
total of 279,867 passengers, arrivals and departures combined, 
was an increase of 184 over the number arriving and departing 
in 1925. 

Arrivals in the first quarter 1926 numbered 156,591, an in- 
crease of 6,500 over the 1925 arrivals, and the total 1926 de- 
partures, 123,276, was approximately 7,000 less than the out- 
bound total in the first quarter 1925. 

Inbound first class passengers increased nearly 9,500 to a 
total of 89,380. The second class arrivals, 31,285, were about 
1,000 less than in 1925, and the third class arrivals, 35,900, num- 
bered approximately the same as last year. 

Departures in the first quarter 1926 included 88,225 first 
class, 19,676 second class and 22,739 third class as against 82,804 
first class, 19,778 second class and 20,694 third class in 1925. 


body manufacturing 


BALDWIN APPLICATION APPROVED 
The Commission has granted the application of L. W. Bald- 
win, president of the Missouri Pacific, to hold the position of 
director of the Western Pacific Railroad Company. 
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SHIP RATES 
The Traffic World New York Bureau 


An open rate on westbound shipments of steel has been 
declared by the conference lines in the intercoastal service, 


INTERCOASTAL 


according to reports in official circles. Although no statement 
was obtainable from conference headquarters, it was generally 
accepted as being a fact that the steel rate would be thrown open 
by the lines in the conference group. 


It was declared, however, that the announcement of an “open 
rate” for westbound steel shipments from the Atlantic coast did 
not mean a “declaration of disorder.” For some time the rate 
on this commodity has wavered from 22 to 30 cents and con- 
siderable shipments have been taken at 27 and 25 cents, but the 
decision of the conference lines to make the rate an open one 
is taken as a further indication of the extent to which the 
intercoastal rate war is going. 

“The rate will probably seek its level,’ one official said, 
with the admission that the price at present “was low and 
probably would go lower.” 

The situation further accentuates the general belief that the 
water transportation business between the Pacific and Atlantic 
coasts has resolved itself into a “survival of the fittest.” Over- 
tonnage is conceded as the serious ailment and operators with 
high overhead charges will steadily become “out of luck.” The 
first two days of this week traffic managers were reticent on 
quoting westbound steel rates pending a decision on what the 
conference lines would do with regard to the open rate question. 
Now that the-“openness’ of that rate has been virtually estab- 
lished, prices may be expected to fluctuate considerably. 

The eastbound intercoastal situation continues strong, as 
the movement of seasonal commodities, such as canned goods 
and dried fruits, is now approaching its peak. The lumber 
rate has advanced recently to the $14 a 1,000 foot level, an 
increase of 25 per cent above previous figures. Ships sailing 
eastward are booked to capacity in many instances, in sharp 
contrast with the small offerings westbound. 

Charter rates for overseas vessels have been maintained 
at an unusually high level this summer, due primarily to the 
coal movement and at present to the approach of the grain 
and cotton season from the Gulf. A review of the week shows 
full cargo fixtures of grain at 17 cents a 100 pounds from 
Montreal to Bremen, 3s 414d to the United Kingdom, 15 to 15%4c 
to Antwerp-Rotterdam, 15% to 16c to Antwerp-Hamburg, and 
16 to 18c to the Mediterranean. Rates from the Gulf have 
averaged 4s to the United Kingdom, 18c to Antwerp-Rotterdam, 
19c to Antwerp-Hamburg, and 22%c to the Mediterranean. 

Grain shipments on berth steamers from New York have 
averaged as follows: To London, 1s 9d; to Antwerp, llc; to 
Hamburg, llc; these are for spot ships, while rates for late 
August and early September loading are ranging one to two 
cents a 100 pounds higher. 

The reason for this strength is understood when the figures 
of the Virginia State Chamber of Commerce on coal shipments 
from Hampton Roads for July are studied. They show dump- 
ings over the coal piers of 2,755,000 tons, setting a new record 
in the volume of shipments for one month. The Norfolk & 
Western piers at Lambert’s Point handled the greatest total, 
1,068,000 tons, which was close to the normal dumping for the 
three piers at the port before the British strike upset exports 
from England. The July movement passed the record of June, 
1921, when 2,210,000 tons went through Hampton Roads. 
Throughout July the piers were worked night and day seven 
days a week to handle the unusual volume. 

Also more cotton was exported direct from Hampton Roads 
in the fiscal year ending July 31 than in any other corresponding 
period in the history of the port. A total of 311,000 bales, valued 
“ $30,000,000, and carried in 183 ships, were handled in this 

ime. 

These two records alone explain the recent upward trend 
in the ship charter market. The surplus of vessels usually noted 
at this period of the year has been fully employed. 

The charter market has recovered much of the briskness 
which was lacking when a settlement of the mine strike in 
Britain seemed close at hand. There is a steady demand for 
August and Steptember tonnage, especially in the United King- 
dog trades. American coal has been sold as far ahead as Octo- 
ber, indicating the belief of the purchasers that business will 
be good until that date at least, regardless of the outcome of 
the strike. 

The trans-Atlantic sugar market has been comparatively 
inattive. A small vessel has been fixed at 23s 6d to the United 
Kingdom or Continent for the last half of August and a medium 
size ship at 22s for the first half of September. These rates 
show little change from previous fixtures. Some sugar business 
is in sight for the Far East, but shippers say that lower ocean 
rates will be necessary to develop the traffic. 

Pacific coast trade is fairly active. Prompt space for wheat 
parcels to the United Kingdom and Europe has been established 
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on liners at about 30s. The heavy movement of canned goods 
and dried fruits, together with the absence of tramp steamers, 
has supported the liner rates. The forward positions, October 
and November, are stronger, with fixtures at 31s 3d and 32s 6d. 
Lumber to Japan has been the strongest spot in the trans- 
Pacific trade, with bookings at $10.50 to $10.75 a 1,000 feet, an 
advance of 75 cents over previous fixtures. Rates of $11, to 
$11.50 are forecast for October and November. 

The trans-Atlantic Continental Conference has fixed the rate 
on cottonseed soap stock at 35c a hundred pounds to Amsterdam, 
Rotterdam, Hamburg, and Bremen. The Levant Conference has 
established a rate of $15 a ton of 2,240 pounds on zinc oxide 
from north Atlantic ports to the Near East. The Far East 
Conference has changed rates on limestone building blocks to 
$12 per 2,000 pounds, casein $13.75, dried squid $10, both per 
ton of 2,000 pounds, or 40 cubic feet, ship’s option. The Brazil 
Conference has fixed rates on rails, portable and set up, at $9 
and $10 to Rio, $10 and $11 to Santos, per 2,240 pounds, on 
freight and passenger vessels, respectively. 

Announcement is made that landing charges on shipments 
from New York to Haitian ports have been revised in accordance 
with the new Haitian customs law. Effective August 12 and 
retroactive to shipments on steamers now on the way, which 
come under the new law, the following amounts are to be col- 
lected at New York, per ton of 50 cubic feet measurement or 
2,173 pounds weight: 

Cape Haiti: Up to 1 ton, $3.83; 1 to 2 tons, $5.83; 214 to 4 
tons, $8.33; over 4 tons, special; lumber, per 1,000 board feet, 
$5.58; Port de Paix, $1.83; Gonaives, $3.33; Saint Marc, $1.58; 
Port au Prince, $2.30; Petit Goave, $2.33; Miragoane, $1.33; 
Jeremie, $3.33; Aquina, $2.33; Aux Cayes, none; Jacmel, none. 

Any refunds due on shipments on the way, which may come 
within the new customs laws, will be made at New York. 

Word has been received from the Gulf-Cuban Rate Con- 
ference that the new rate on dried beans has been reduced from 
25 cents to 20 cents per 100 pounds. This reduction has been 
made to stimulate the movement of California beans to Cuba, 

The volume of California beans moving into Cuba is very 
large and the Caribbean area is looking increasingly to Cali- 
fornia for its supply of beans. 


IRON AND STEEL RATES TO PACIFIC COAST 


The American-Hawaiian Steamship Company announces havy- 
ing made substantial reductions in iron and steel rates applying 
from Boston, New York, Philadelphia, Baltimore, Norfolk, and 
Charleston to the Pacific coast via the Panama Canal, effective 
August 18. 


SHIP SALES APPROVED 


The Shipping Board, August 17, authorized the sale to the 
Southern Steamship Company of the three lake-type vessels, 
Union Liberty, Lake Flag and Lake Ikatan for $25,000 each cash, 
with an obligation to perform certain alterations and better- 
ments thereto. These are typical deep draft lake-built vessels 
of 4,095 and 4,230 and 4,208 deadweight tons, respectively, of 
41,425 I. H. P., two Scotch boilers, designed to steam 9.5 knots 
on 20.5 tons of oil per day. The three vessels are presently tied 
up at Philadelphia available for immediate delivery. 

The board also approved the form of advertisement sub- 
mitted by the president of the Fleet Corporation, calling for 
sealed bids on the tankers Hoven, Hampton Roads and Cecil 
County, to be opened October 12. 


WILL NOT SELL PACIFIC LINES 


Chairman O’Connor, of the Shipping Board, advised Senators 
McNary and Stanfield, of Oregon, August 17, that the board was 
not planning to sell the government ocean freight services op- 
erated out of Portland and Seattle. The chairman sent the 
following telegram to each of the senators: 


Am wiring to advise you that the shipping board has no intention 
of advertising for sale the Oregon Oriental Line operated out of 
Portland by the Columbia Pacific Shipping Company or to sell the 
American Oriental Freight Service out of Seattle. The board, how- 
ever, is deeply concerned with all possible improvement in the op- 
eration of these lines with due regard for the local interests and all 
concerned in the spirit of the merchant marine act. 


President Dalton, of the Fleet Corporation, said he had 
directed that a survey be made of the Oregon Oriental Line 
and of the American Oriental freight service with a view to 
recommending to the board what policy should be followed 
with respect to them in the future. It is regarded as possible 
. that consolidation of the two services may be effected. One of 
the objects of the survey, President Dalton said, was to deter- 
mine whether the lines should be retained for development 
under government operation or whether they should be sold 
to private operators. 

Portland and Seattle interests have been disturbed over 
reports that the board planned to dispose of the lines. After 
the board had sold the five President-type combination passenger- 
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cargo ships of the American Oriental Mail Line to R. Stanley 
Dollar, and this action had been opposed by Senator McNary, of 
Oregon, and Senator Jones, of Washington, the board directed 
Elmer E. Crowley, who was president of the Fleet Corporation 
at the time, to prepare an advertisement for sale of the 
Oregon Oriental Line. That was as far as the matter went, how- 
ever, and this week Chairman O’Connor came along with his 
statement that the board had no intention of advertising for 
sale the Oregon Oriental Line. 


FLEET REORGANIZATION PLANS 


President Dalton, of the Fleet Corporation, plans to make 
effective, September 1, a reorganization of the various depart- 
ments and divisions of the organization. He said the reorgan- 
ization would not affect the personnel and that it was to bé made 
in an effort to permit the entire organization to function more 
efficiently. He announced August 19 that the army had asked 
for the return of Thomas H. Rossbottom, who has been general 
manager of the United States Lines since 1921, to his duties as 
vice-president, manager, and director of the Panama Railroad 
Steamship Line. Mr. Rossbottom will leave the United States 
Lines September 1. D. A. Burk, assistant general manager of 
the lines, will act’ as manager pending the selection of a suc- 
cessor to Mr. Rossbottom. 

Announcement also was made of the appointment of Capt. 
W. E. Griffith as director of the New York district of the Fleet 
Corporation. Capt. R. D. Gatewood, who has been director, will 
give his entire time to supervision of the maintenance and re- 
pair division of the Fleet Corporation. 

Operators of Shipping Board lines, under present regulations, 
have authority to order repairs costing not more than $3,000. 
Under a new policy adopted by President Dalton, all repairs, 
regardless of the amount involved, will have to be passed on 
by Captain Gatewood. 


PANAMA CANAL TRAFFIC 


In July, 456 commercial vessels and J small launches trans- 
ited the Panama Canal, the tolls on the commercial vessels ag- 
gregating $1,980,719.67 and on the launches, $32.40, or a total 
tolls collection of $1,980,752.07, according to the Panama Canal 
Record. The average amount of tolls paid by each of the com- 
mercial transits was $4,343.68. Increased shipments of wheat 
from west coast ports to Europe were a contributing factor to 
the increase in canal traffic in July, the Record said. For the 
first seven months of 1926, the canal collected tolls aggregating 
$13,952,619.95. 

Tolls aggregating $22,931,762.23 were collected by. the 
Panama Canal in the fiscal year ended June 30, 1926, according 
to a report of Governor M. L. Walker to the Secretary of War. 
The number of commercial vessels that transited the canal in 
the fiscal year was 5,197. They carried 26,037,448 long tons of 
cargo. As compared with the fiscal year ended June 30, 1925, 
there was an increase of 524, or 11 per cent, in the number of 
transits (commercial) and an increase of $1,530,532.47, or 7.1 
per cent, in tolls. 

In the month of June, 419 commercial vessels transited the 
canal, the tolls aggregating $1,852,670.66. 


AWARDS FOR DESTROYED VESSELS 


Charterers of foreign ships destroyed by Germany in the 
war obtained awards of damages this week from the Mixed 


Claims Commission, United States and Germany, aggregating 
$1,410,371. The awards follow: 


Norwegian steamship Themis, Gan Steamship Line, New York, 
$373,600; British steamship Lodaner, Munson steamship Line, New 
York, $145,000; American sailing bark John H. Kirby, Gaston, Wil- 
liams Wigmore Steamship Corporation, New York, $96,604; tanker 
Elsinore, Union Oil Company of California, Washington,.D. C., $77,- 
685; Japanese Taizan Maru, Jeanette Sellinger, New York, $77,482; 
British steamships Cymbeline, Rosalind and Silvia, United States 
Asphalt Refining Company, New York, $150,000; steamship Christian 
Knudsen, the Interocean Oil Company, New York, $447,000; Nor- 


wegian steamship Askild and Japanese Yazukufi Maru, Barber & 
Co., Inc., New York, $43,000. 





PARCEL POST REGULATIONS, ETC. 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Parcel post packages will now be accepted for places in the 
Haut Uele and neighboring districts of the Belgian Congo for dispatch 
by way of the Sudan. This service includes, among other places, 


Aba, Bombili, Dungu, Gumbari, Moto, Niaragara, ‘Rungu, Vankerk- 
hovenville, Walese and Watsa. ¥ osellicens 


Parcels will be accepted for the places named when prepaid at the 


postage rate of 14 cents a pound or fraction thereof, plus the follow- 
ing transit charges: 


1 pound-2 pounds, $0.66; 3 pounds-7 pounds, $1.44; 8 pounds-11 
pounds, $1.68. 


The postage and transit charges must be prepaid by postage 
stamps affixed to the parcels at time of mailing. 


The above should be added to the item “Belgian Congo (via 
— on pages 241, 242 and 271 of the annual Postal Guide for 


This office has been advised that a number of complaints are 
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AS A TRAFFIC PUBLICATION THE 


DAILY 


=< TRAFFIC BULLETIN 


is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there is the personal service from Washington 
recently augmented, performed without charge for 


Daily subscribers. That ought to interest you espe- 


cially. 


A series of sample copies and full 
details will be sent without obligation 
on your part. 


THE TRAFFIC SERVICE CORPORATION 


418 S. Market St. Chicago, Il. 
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being received from the postal administration of the Irish Free State 
regarding the incorrect declaration of articles contained in parcel- 
post packages destined for delivery in that country. I 

Postmasters will caution mailers to describe each article inclosed 
in a package in order to assure the expeditious delivery of the parcel 
upon its receipt at the office of destination. , . 

This department has been advised of the receipt in the United 
States of a number of articles from Canada marked to indicate that 
such articles are intended for transmission by United States gir 
mail service, the air mail fees on which are prepaid only by means of 
Canadian postage stamps. 

Inasmuch as the postal administration of Canada has no agree- 
ment with this department providing for the settlement of accounts 
based on the use of the United States air mail service for articles 
the air mail fees on which are prepaid by means of Canadian postage 
stamps, United States air mail service should be given to articles 
from Canada only when the air mail fees thereon are prepaid by 
means of United States postage stamps. 


INQUIRY INTO TERMINAL CHARGES 


In order to ascertain the views of governing bodies of mu- 
nicipalities, commercial and trade organizations, transportation 
agencies and shippers within the Port of New York district with 
respect to what are termed “accessorial terminal charges” and 
whether or not these should be included in railroad “line-haul” 
rates, the Port of New York Authority has announced a public 
hearing for Thursday afternoon, September 23, to be held at its 
Office. 


The hearing is expected to develop public sentiment in the 
port district on the questions involved in docket No. 12681, of 
the Interstate Commerce Commission, which is an investigation 
into the costs to railroads of wharfage, handling, storage, and 
other terminal charges at Atlantic and Gulf ports. It is pre- 
sumed that the Port Authority will intervene in the case, taking 
a position in line with the opinion entertained by the indi- 
viduals and organizations in the district which are chiefly af- 
fected. 


At present the terminal charges under investigation are to 
a large extent absorbed by the rail carriers. There is active 
agitation in other ports to have these charges separated from 
the railroad rates, but the position of the New York Port dis- 
trict business public on the question has not been clearly and 
definitely defined. 





LUMBER SHIPMENTS 


According to reports from 499 of the major lumber mills 
of the country received August 19 by the National Lumber 
Manufacturers’ Association, the volume of business was almost 
the same as a year ago—for the week of August 7-14. Compared 
with the preceding week, softwood production was the same, 
shipments increased slightly and new business fell off about 
five per cent. The 124 reporting hardwood mills reported vir- 
tually no change in any factor. 

For the first 32 weeks of the year the mills of seven soft- 
wood associations, having comparable records, had cumulative 
orders 222,000,000 feet in excess of production, but only 27,000,- 
000 feet over shipments; accumulative orders were 257,000,000 
larger than last year. 


The following table compares the national softwood lumber 
movement as reflected by the reporting mills of eight regional 
associations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
BE hala da'weaihem-waceies 352 356 348 
PFOGUCTION ..ccccccece 240,028,651 242,178,486 240,030,768 
Shipments ........... 238,147,923 232,133,424 233,373,080 
Orders (New Bus.).. 231,202,283 232,680,904 242,651,980 


The following revised figures compare the softwood lumber 
movement of the same eight regional associations for the first 
32 weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
BL 665 6-0es-ceclwadoews 7,470,946,711 7,666,739,891 7,693,074,546 
BE Waeee nea easesahe 7,594,077,213 7,585,827,903 7,436,718,739 


MOVEMENT OF CARS 


Reports made public by the Bureau of Railway Economics 
show that the daily average movement of freight cars on the 
steam railroads of this country in June was the highest for any 
June on record, amounting to 30.1 miles per day. This was an 
increase of 1.7 miles over the best previous June, which was 
in 1917, and was an increase of 2.6 miles over June last year. 
It also was an increase of five miles above June, 1924. In com- 
puting the average movement per day, account is taken of all 
freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting re- 
pairs and also cars on sidetracks for which no load is imme- 
Giately available. 


The average load per car in June was 27.3 tons, an increase 
of four-tenths of a ton over June last year and six-tenths of a 
ton above June, 1924. Compared with June, 1923, however, it 
was a decrease of nine-tenths of a ton. 
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BIG ROAD FIGURES 


Class I railroads with annual operating revenues above $25,- 
000,000 each had an aggregate net railway operating income of 
$90,778,655 in June, as compared with $77,936,703 in June, 1925, 
and of $419,838,898 in the six months ended with June, as com- 
pared with $371,041,977 in the same period of 1925, according to 
the Commission’s monthly statement on operating revenues and 
operating expenses of individual big roads. 


The figures covering railway operating revenues, operating 
expenses, net railway operating income and-operating ratio, for 
June, 1926, and 1925, follow: 


Net Oper- 
railway ating 
Operating Operating operating ratio 
revenues expenses ncome 
Total—Roads reported: . - 
1338 MER SEUAUL THROES SROTREE Hs 
oS) 967, 343, 936, 3 
New England Region: ———— 
Boston & Maine— 
fa ae 
,696, »239,046 939,522 78.2 
New York, New Haven & Hartford— 
as icine SERGE MERGE TAS 
Great Lakes Region: ee — —— oon 
Delaware & Hudson— 
1926 4,233,363 2,902,340 1,258,427 68.6 
1925 3,981,385 2,858,897 1,032,097 71.8 
Delaware, Lackawanna & Western System— 
ies moles Gancinn | BASSES BS 
3130, »406,4 739,982 : 
Erie (including Chicago & Erie)— it 
iis Tass ARREARS TES 
Lehigh Valley— 313, ,540,135 2,104,260 73.1 
8 LSS LSE 
D) ’ , , , 1 , ’ . 
Michigan Central— J a ae 
1926 8,651,105 5,540,112 2,386,238 64.0 
1925 8,069,508 5,020,726 2,445,486 62.2 
New York Central (including Boston & Albany)— 
ie deltas ieligser PERS ff 
’ f ‘ , 7,141,74 0.1 
New York, Chicago & St. Louis— . 
1926 4,345,518 3,373,284 516,710 77.6 
1925 4,208,587 3,023,697 733,743 71.8 
Pere Marquette— 
ben Sei Eber 729,407 72.7 
2 a 5 ,630,844 588,68 4 
Pittsburgh & Lake Erie— — 
1926 2,671,018 2,239,437 639,181 83.8 
1925 2,404,290 2,014,595 571,310 83.8 
Wabash— 
1925 Belerso «= 'agerass «= gyatasn Fee 
25 : ; 5 a 72,43 75.5 
Central Eastern Region: . laa 
Baltimore & Ohio— 
pwd igen ppt 5,271,153 69.3 
: 3 »276,47 4 q 6 
Central of New Jersey— , — 
1926 5,408,316 3,766,290 1,057,533 69.6 
1925 4,969,600 3,565,949 820,319 71.8 
Chicago & Eastern Illinois— 
1926 2,178,896 1,900,102 *13,396 87.2 
1925 1,992,366 1,714,661 40,767 86.1 
Cleveland, Cincinnati, Chicago & St. Louis— 
1926 8,004,951 5,807,544 1,580,923 172.5 
1925 7,555,253 5,523,447 1,411,059 73.1 
Elgin, Joliet & Eastern— 
1926 2,351,660 1,498,581 559,459. 63.7 
1925 1,926,710 1,356,714 314,794 70.4 
Long Island— 
1926 3,669,087 2,505,702 599,181 68.3 
1925 3,602,897 2,339,343 848,115 64.9 
Pennsylvania— 
1926 59,364,630 44,478,717 10,022,235 74.9 
1925 54,767,223 41,869,317 8,296,024 76.4 
Reading— " 
1926 8,219,290 6,326,035 1,549,879 177.0 
1925 7,672,947 5,731,063 1,715,528 74.7 
Pocahontas Region: 
Chesapeake & Ohio— 
1926 11,319,287 7,585,895 3,467,471 67.0 
1925 10,406,363 7,358,329 2,814,601 70.7 
Norfolk & Western— 
1926 9,892,756 5,927,989 3,395,985 59.9 
1925- 8,552,711 5,423,655 2,721,773 63.4 
Southern Region: 
Atlantic Coast Line— 
1926 7,461,914 5,663,449 1,071,993 75.9 
: 1925 6,706,368 4,976,365 1,052,328 74.2 
Central of Georgia— 
1926 2,444,584 1,934,341 403,564 79.1 
1925 2,192,024 1,877,289 190,960 85.6 
Illinois Central— 
1926 12,684,372 9,934,900 1,900,007 78.3 
1925 11,952,242 9,597,583 1,483,259 80.3 
Louisville & Nashville— 
1926 12,159,857 9,119,374 2,433,178 75.0 
1925 11,470,306 8,833,461 2,172,222 177.0 
Seaboard Air Line— 
5 1926 5,118,038 3,882,766 901,447 75.9 
1925 4,584,698 3,516,138 779,436 76.7 
Southern— ; 
1926 12,660,248 8,636,142 3,135,117 68.2 
1925 11,712,566 8,531,164 2,520,310 72.8 
Yazoo & Mississippi Valley— 
1926 2,260,808 1,912,279 122,407 84.6 
1925 2,448,135 1,827,688 392,809 74.7 
Northwestern Region: 
hicago & North Western— 
1926 14,225,874 10,118,835 3,098,190 71.1 
1925 12,522,953 9,341,235 2,291,662 74.6 
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ALBANY, Ni. Y. 


Albany is the natural distributing point for New 
York and New England. warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 
BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


STORAGE AND DISTRIBUTION 
FREE MERCHANDISE 


Serving many large National Distributors 
Write or wire us for information and sates 

















BONDED 


474 Everett St., or 
13th. and Everett Sts. . 






NEW ORLEANS, LA. 
STORAGE 
EFFICIENT MERCHANDISE DISTRIBUTION 


THE COMMERCIAL WAREHOUSES 
201 IBERVILLE ST. 








SOUTH BEND, IND. | 
WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members; American Warehousemen’s Ass’n 


IN THE CHICAGO SWITCHING DISTRICT 


GENERAL MERCHANDISE, FURNITURE and COLD STORAGE 
Quick Service, Efficient Handling, Low Rates. Send us your Merchandise 


THE GREAT LAKES WAREHOUSE CORP., Hammend, Ind. 


S00 TERMINAL WAREHOUSE 


Storers and Distributors of 


MERCHANDISE 


Chocolate and other candie stored 
all year round. 


Cool Temperatures 


“THE ECONOMICAL WAY” 


THE TRAFFIC WORLD 


DENVER, COLORADO 


















FIREPROOF sg pt oy ON TRACK 
use. e specialize in the DISTRIBUTION of 
ite. aes rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company. 


WAREHOUSE 
“‘Service That Will Satisfy’’ 


THE MERCHANDISE STORAGE CO. 


U. S. BONDED 


COLUMBUS, OHIO 







INDIANAPOLIS, IND. 





Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 


Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 
“Service That Satisfies’’ 


Merchandise Storage and Pool Car 


chicage’s and Kansas city's DS(PiDUtiON >, cABEOA” 


CROOKS TERMINAL WAREHOUSES 


KANSAS CITY, MO. 


CHICAGO, ILL. 
LOCATED NEAR LOOP 


40 Car Siding. Free Switching. Tunnel de- 
livery -to all Trunk Lines and to Aurora and 
Elgin Electric. 


CHICAGO, ILL. 





Space for Rent 
New York Representative 


MONTUL WAREHOUSE SERVICE, Inc. 
296 Broadway 









































































































































































































































































































































































































Operating Operating 
revenues expenses 
Chicago, Milwaukee & St. Paul— 

1926. 13,830,278 11,063,074 
1925 13,196,239 11,777,214 

Chicago, St. Paul, Minneapolis & Omaha— 
1926 2,185,269 1,793,968 
1925 2,139,352 1,771,897 


1926 9,663,802 6,610,748 
1925 9,787,107 6,616,154 
Minneapolis, St. Paul & Sault Ste. Marie— 
1926 4,157,730 3,170,280 
1925 3,974,856 3,027,994 


1926 8,329,469 6,126,425 
1925 7, 836, 717 6,135,777 
Oregon-Washington R. R. & Navigation Co.— 
1926 2,727,166 1,917,337 
1925 2°351,557 1,849,079 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1926 16,467,457 11,526,147 
1925 15,720,552 11,641,699 


1926 2,640,109 2,010,354 
1925 2,424,855 1,879,270 
Chicago, Burlington & Quincy. — 
1926 12,777,532 9,349,167 
1925 12,730,440 9,261,784 
Chicago, Rock Island & Pacific— 
1926 10,980,151 7,819,372 
1925 10,541,425 8,367,957 
Denver & Rio Grande Western— 
1926 2,728,780 1,978,520 
1925 2,626,607 2,019,904 
Oregon Short Line—. 
1926 2,928,985 2,103,673 
1925 2,570,390 1,984,828 
Southern Pacific (Pacific Sy stem)— 
1926 19,082,722 12,559,558 
1925 19,151,747 13,349,422 


1926 8,800,110 6,405,000 


1925 8,302,947 5,497,354 
Southwestern Region: 

Galveston, Harrisburg & San Antonio— 

1926 2,395,290 1,963,919 

1925 2, 293, 019 1,903,152 
Gulf, Colorado & Santa Fe— 

1926 2,191,617 1,784,733 

1925 2,293,094 1,934,766 
Missouri-Kansas-Texas— 

1926 2,858,268 1,890,119 

1925 2,803,157 1,734,672 
Missouri-Kansas-Texas of Texas— 


Great Northern— 


Northern Pacific— 


Chicago & Alton— 


Union Pacific— 


1926 1,642,035 1,326,269 

1925 1,521,096 1,343,859 
Missouri Pacific— 

1926 10,578,179 8,248,551 

1925 10,381,546 8,315,017 
St. Louis-San Francisco— 

1926 7,289,651 5,116,041 

1925 7,144,101 4,981,527 
Texas & Pacific— 

1926 2,755,927 2,118,870 


1925 2,609,674 2, 072,909 
FOR SIX MONTHS 
Total—Roads reported: 


1926 2,564,358,916 $1,950,630,987 

1925 2,450,073,274 1,899,346,256 
New England Region: 
Boston & Maine— 


1926 39,582,028 30,184,446 

1925 39,068,316 31,688,376 
New York, New Haven & Hartford— 

1926 65,128,006 48,658,982 


1925 63,143,994 47,390,681 
Great Lakes Region: 


Delaware & Hudson— 
192 21,137,418 16,600,497 
1925 22,455,713 17,944,192 
Delaware, Lackawanna & Western System— 
1926 41,528,658 30,150,229 
1925 43,561,491 32,353,875 
Erie (including Cotes & Erie)— 
926 58,363,772 48,063,115 
ions 57,402,400 46,577,094 
Lehigh Valley— 
1926 37,419,866 28,974,099 
1925 38,373,699 28,758,682 
Michigan Central— 
1926 47,482,732 32,067,254 
1925 43,728,336 30,473,070 
New York Central (including Boston & Albany)— 
1926 192,331,582 144,800,176 
1925 182,915,972 137,966,119 
New York, Chicago & St. Louis— 
1926 26,974,187 19,641,630 
1925 26,497,148 19,349,326 
Pere Marquette— 
1926 21,424,338 15,371,201 
1925 19,439,612 14,934,341 
Pittsburgh & Lake - 
926 16,130,916 13,252,556 
1938 16,081,610 12,889,314 
Wabash— 
1926 34,007,049 25,922,213 
1925 32,873,049 25,456,703 
Central Eastern Region: 
Baltimore & Ohio— 
1926 117,629,554 89,736,845 
1925 109,788,459 86,843,684 
Central of New Jersey— 
1926 27,888,990 20,786,324 
1925 27,747,919 20,769,374 








Net Oper- 
railway ating 
operating ratio 


income 


1,680,823 
191,063 


244,797 
194,485 


2,308,518 
2,359,931 


639,995 
654,975 


1,764,615 
1,282,702 


517,058 
237,361 
3,503,655 
2,939,220 


356,056 
307,814 


2,214,665 
2,352,037 


2,087,305 
1,159,200 


643,619 
502,311 


485,404 
313,494 


4,629,236 
3,672,769 


1,455,857 
2,202,161 
297,486 
231,009 


168,859 
118,934 


777,827 
933,687 


110,337 
*79,947 


1,466,796 
1,348,555 


1,792,633 
1,716,167 


414,307 
344,062 


$419,838,898 
371,041,977 


6,215,452 
4,413,696 


10,759,068 
10,374,317 


5,645,090 
6,924,431 


11,630,966 
10,679,117 


33,169,741 
30,546,897 


4,890,648 
4,969,301 


4,137,313 
3,172,217 


4,136,630 
4,309,897 


4,685,587 
4,357,738 


20,813,583 
15,718,412 


3,981,052 
3,995,680 
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Operating 
revenues 

Chicago & Eastern Illinois— 
192 13,228,246 


1925 12,314,290 
Cleveland, eee »Chicago & St. 
. 45,327,808 
1938 43,557,739 
Elgin, Joliet & Eastern— 
1926 13,229,713 
1925 12,909,321 


Long Island— 
1926 18,204,141 
1925 17,063,138 
Pennsylvania— 
1926 336,815,499 
1925 317,798,930 
Reading— 


1926 47,359,487 
1925 45,927,507 


Chesapeake & Ohio— 
1926 62,236,679 
1925 56,709,808 
Norfolk & Western— 
1926 54,564,563 


1925 47,436,916 


Atlantic Coast Line— 
1926 53,499,459 
1925 47,789,180 
Central of Georgia— 
1926 15,501,829 
1925 14,074,206 


1926 76,577,676 
1925 72,992,335 
Louisville & eee 7) 


Pocahontas Region: 


Southern Region: 


Illinois Central— 


72,414,217 
1925 67,375,849 
Seaboard Air Line— 
1926 35,095,514 
1925 30,137,491 
Southern— 
ej 76,238,487 


1925 70, 998,829 

Yazoo & Mississippi Valley— 
1926 14,857,751 
1925 14,690,727 


Chicago & North Western— 
1926 72,552,705 
1925 67,688,430 
Chicago, Milwaukee & St. Paul— 
1926 75,260,203 
1925 173,529,970 


Northwestern Region: 


Vol. XXXVIII, No. 8 


Operating 
expenses 


11,449,498 
10,817,429 
Louis— 
34,073,908 
32,196,571 


8,592,728 
8,812,810 


14,510,738 
13,598,551 


269,308,888 
258,595,851 


36,209,851 
34,857,333 
44,564,730 
42,499,213 
34,047,539 
32,537,893 
35,886,247 
31,556,643 


12,016,447 
11,147,710 


59,201,605 
56,618,618 


55,685,920 
53,283,346 


26,009,155 
22,865,735 


54,387,260 
51,604,038 


12,070,506 
10,873,702 
57,273,493 
55,115,958 


62,614,579 
63,486,498 


Chicago, St. Paul, Minneapolis & Omaha— 


1926 12,516,758 
1925 12,443,031 


1926 47,198,051 
1925 46,840,306 


Great Northern— 


10,474,170 
10,297,050 


36,007,001 
35,683,864 


Minneapolis, St. Paul & Sault Ste. Marie— 


1926 21,606,410 

1925. 21,479,315 
Northern Pacific— 

1926 44,058,420 

1925 42,138,293 


17,671,916 
17,338,237 


34,756,963 
34,725,420 


Oregon- Washington a & Navigation Co.— 


13,684,540 
1925 12,417,274 


Central Western Region: 


Atchison, Topeka & Santa Fe— 
1926 90,457,702 
1925 88,191,009 
Chicago & Alton— 
1926 14,729,488 
1925 14,339,971 
Chicago, Burlington & Quincy— 
1926 74,598,661 
1925. 172,373,466 
Chicago, Rock Island & Pacific— 
1926 59,754,464 
1925 58,380,991 
Denver & Rio Grande Western— 
1926 15,106,886 
1925 14,429,735 
Oregon Short Line— 
1926 16,633,393 
1925 14,664,411 


Southern Pacific (Pacific System)— 


1926 99,852,445 
1925 96,608,164 


1926 48,624,384 
1925 44,934,718 


Union Pacific— 


Southwestern Region: 


11,111,568 
10,716,563 


66,152,033 
67,445,760 


11,707,498 
11,295,160 


55,810,366 
56,687,732 


48,357,285 
47,839,279 


11,355,346 
11,386,855 


12,525,361 
11,479,336 


73,048,581 
74,588,685 


35,039,758 
31,461,232 


Galveston, Harrisburg & San Antonio— 


1926 13,792,056 

1925 14,148,503 
Gulf, Colorado & Santa Fe— 

1926 12,634,191 

1925 13,490,461 
Missouri-Kansas-Texas— 

1926 16,296,449 

1925 16,451,790 
Missouri-Kansas-Texas of Texas— 
. 1926 9,671,838 

1925 10,473,018 


1926 63,722,196 

1925 62,392,574 
St. Louis-San Francisco— 

1926 42,785,967 

1925 41,843,014 


1926 16,641,544 
1925 15,960,846 


Missouri Pacific— 


Texas & Pacific— 





*Deficit. 


11,956,908 
12,258,391 


10,853,176 
11,228,868 


10,877,315 
10,556,380 


7,564,122 
8,151,571 


49,776,037 
49,993,566 


30,303,564 
29,659,183 


13,169,360 
12,690,394 


Net Oper- 


railway 
operating 
income 


289,434 
307,409 


8,052,531 
8,011,815 


2,980,829 
2,305,269 


1,821,988 
2,301,879 


44,567,706 
38,022,978 


9,380,869 

9,522,257 
15,745,703 
12,946,243 
17,638,998 
12,348,426 
11,966,787 
11,774,529 


2,491,364 
2,049,543 


12,354,463 
11,278,406 


12,900,646 
11,136,020 


5,561,487 
4,878,027 


15,709,694 
14,592,464 


1,254,365 
2,528,882 
9,801,361 
6,951,641 


6,171,467 
3,142,656 


16,866,190 
13,837,459 


1,360,970 
1,593,471 


11,979,906 
9,519,473 


5,527,409 
4,950,522 


2,972,343 
2,295,554 


2,212,213 
1,535,052 


17,323,634 
13,134,755 


8,800,439 
9,460,471 
722,163 
950,146 


523,471 
944,762 


4,394,656 
4,841,247 


792,097 
783,601 


8,725,790 
7,251,688 


10,255,085 
9,868,732 


2,038,412 
1,975,925 


ating 
ratio 
% 
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73.9 


65.0 
68.3 


19.7 
79.7 


80.0 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON......... EVERY MONDAY 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 













Low Rates 


THE GROUNDWORK 
FOR THAT COMPLAINT 


Calls for: 
lst—Careful analysis 
2nd—Proper presentation. of facts 
3rd—Comprehensive, intelligent, 


accurate exhibits 


We handle any or all these features of a com- 
plaint or suspension request, know what is 
necessary and are equipped to render efficient 
service. 

SERVICE DEPARTMENT 


THE TRAFFIC SERVICE CORPORATION 


“AT YOUR SERVICE” 
Mills Building 
Washington, D. C. 











et oe Or 2 Oe ag Se pee Ce Tee. 
— a 
With our long experience in the warehouse business, 


Your shipments can be financed our negotiable 


BINYON SHIPSIDE WAREHOUSE C0., Inc., HOUSTON, TEXAS 





means of electric conveyors, with one handling:—No trucking, guteebins < or draying. 
—insurance 


we are familiar with the requirements necessary to 
nn See SOS Glee ae Sees See ees Daily stock reports furnished, if 
through warehouse receipts. 





PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 













S.S. ECUADOR............ September 4 September 6 
S.S. COLOMBIA.............. October 2 October 4 
S.S. VENEZUELA ........... October 23 October 25 








Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Joan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 


OFFICES 
350 Marquette Bldg., og Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 So. Spring St., Los Angeles; Cal. 






































a gee 


Three Mighty Important Questions 
For Your Consideration 
IS YOUR 


Traffic Department confronted with 
incomplete and inaccurate shipping 
information ? 


IF SO, 


What is The Extent of Your Loss in 
Revenue and Customer Good Will ? 


HOW CAN 
This Loss of Time and Money be 
Completely Eradicated ? 
oe ee 


The use of The Shippers’ Guide by thousands 
of shippers has been their answer to the last 
question above for more than half a century. 


Ask us for complete description without obli- 
gation. 


THE SHIPPERS’ GUIDE COMPANY, INC. 


Chica New York Philadelphia St. Louis 
” Deane Court 15 Park Row 308 Chestnut St. 508 Olive St. 


Mail this adv. for free details of our service. 


Fh 
ee sete Cede ot yews etensatit. 
































































































































































































CANADIAN RAIL POLITICS 
The Traffic World Ottawa Bureau 


Sir Henry Drayton, acting Minister of Railways, has issued 
a statement in which he expresses the belief that the Canadian 
National Railways will show an improvement in operating re- 
sults this year over last, and praises “the tremendous improve 
ment made last year.” He denies that the new government has 
any intention of trying to get rid of the national railways or to 
hand them over to the Canadian Pacific or of replacing Sir 
Henry Thornton as president. He says: 


Anything that is said or written which in any way disturbs 
the administration of the country’s greatest undertaking is par- 
ticularly mischievous. The president of a large system such as 
ours represents much more than himself; he represents the organiza- 
tion which he has built up and through which he functions. There have 
been differences of opinion in the past as to the railway management, 
but there can be no difference of opinion as to the tremendous im- 


provement made last year—the impressive economies brought about 
in ——* cost. 

I have now been acting minister of railways for some time, and 
am pleased to be able to say that I look for an assured improve- 
ment this year over last. These results have been achieved through 
the loyal cooperation of one hundred thousand employes, working 
with and behind Sir Henry Thornton, who has been eminently suc- 
cessful in obtaining the most loyal cooperation of the executive and 
of the whole personnel of the system. It is simply mischievous to 
suggest that the system can be made the sport of politics or to in- 
sinuate that Sir Henry Thornton’s position is in the slightest degree 
jeopardized. In order for him to obtain proper results his position 
must be certain and subject to no question whatever. 


The Canadian National is, as usual, one of the chief sub- 
jects of the political campaign now being waged in Canada, and 
every day yeferences are being made to and charges being 
brought forward and denied by one-side or the other. Liberal 
campaigners have charged that the new government, if returned 
to power September 14, will interfere with the management. 
In his speech at Brandon, Premier Meighen read telegrams ex- 
changed between Sir Henry Thornton and himself. Mr. Mei- 
ghen’s telegram read: 


Statements are being made that the present government, in- 
cluding myself, have been and are interfering with the management 
of the Canadian National Railways. I ask you to wire me whether 
there is the slightest foundation for these assertions, and if so to 
advise me what it is. 


Sir Henry replied: 


In reply I have to say that the administration of the Canadian 
National Railways has no complaint whatever with respect to the 
attitude of the present government, or, indeed, the preceding govern- 
ment, in their relation to the National Railway system. 


Both leaders have been in the west and the Hudson Bay 
Railway has been a constant topic of discussion. Mr. King 
again pledged his party to the completion of the line, and said: 
“Given a fair chance, the same as was given to the Canadian 
National Railways, there will be the same result and the rail- 
way will become a national asset.” Mr. Meighen, he said, had 
already begun to indicate a policy of interference with the 
National Railways. “We let Sir Henry Thornton and his board 
of directors manage the National road just as Mr. Beatty and 
his board manage the Canadian Pacific. I would like Mr. Mei- 
ghen to say now, publicly, whether or not he intends to keep 
Mr. Black as Minister of Railways for the next two or three 
years. When in the Maritimes, Mr. Meighen let the people 
understapd that the minister was permanent, while elsewhere 
his supporters are whispering that the appointment is only 
temporary.” 

Mr. Black, the member for Halifax, who is referred to, is 
nearly 80 years old, and without experience in administering a 
department. Mr. King charged him with opposing the Hudson 
Bay Railway. 

Mr. King said, if returned to power, he would complete the 
Hudson Bay road just as rapidly as the work could be properly 
done. “I believe that after the road is completed,” he said, “we 
will find that what many prophesy is a liability will turn out to 


be a great asset, just as the Canadian National Railways is 
turning out to be.” 


CANADIAN RAIL ACCIDENTS 


In July 42 persons were killed and 265 injured on Canadian 
railroads. Of the dead, seven were employes. There were no 


passengers killed. Of the injured, 51 were passengers and 154 
employes. 


CANADIAN CAR LOADING 


Car loadings for the week ending August 7 were 4.789 cars 
less than for the previous week. The decrease in the east was 
3,948 and in the west 841 cars. Compared with the correspond- 
ing week in 1925, total loadings were heavier by 8,334 cars. 
The strikes in 1925 were chiefly responsible for heavier loadings 
in coal this year—namely, 4,563 cars—but merchandise showed 
an increase of 2,164 cars and miscellaneous freight of 1,594 cars. 
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CARS OF REVENUE FREIGHT LOADED ON CANADIAN 



















































RAILWAYS 
EASTERN CANADA 
—For the Week Ended— 
; Aug. 7, July 31, Aug. 8, 

Commodities 1926 1926 1925 
Grain and Grain Products. .....cccccceace 2,354 2,210 2,070 
BiG NEE ccic'c cvsis cna teh ota eeseEcboaeeeee 904 932 1,006 
EE <araicd aco ewuimeinierGeie Uamac ear ecaereba sieve 5,277 5,572 927 
Re: ee | eee 229 206 193 
EO FR a eee aS 2 eet eee ee 2,721 2,979 3,269 
SINE 5c. Gntoves- 0: erie: 6 dalstae bie'e.e o:31e waele tues nies 2,015 2,404 1,842 
s. ££. 2. ere ee 1,896 1,830 1,772 
oe WOROKE POGUE 6 oo: vin oases os ceed 1,097 1,201 1,123 

<tc eRe a ee R poh end-ohourrOete’s se oe aie 980 1,327 1,047 
Merchandinn BE Etech ne cses doreneed 11,411 11,868 9,578 
i em et, Ral el eg? 10,377 12,680 9,390 

Wetal Care TeeMOd 6 vise. cds gciceiccss 39,261 43,209 32,217 

Total Cars Received from Connections 33,183 34,331 30,143 

WESTERN CANADA 

Grain_and Grain Products................ 1,294 1,584 1,208 
eS ae ree eee te 1,279 »370 1,499 
ln, MEE Cree eee eee ee eee ee eee 1,328 1,143 1,115 
acta A at a a at al En loo a i ri 27 31 16 
IIE chiar alex alain o:crava 6; excl Seesaw caarare are ae crarasaton 1,324 1,288 1,226 
II 05st tiv ave a olecdtS givin’ o:clen widlate baa 229 29 268 
4 RO gO A ape 254 20 72 
mang Seat estas ae Seren ber Ae nes 1,163 1,414 1,334 

a a SS ee ee ae, ee ee 837 90 555 
Mertinciiinn. tL SS ee ee ae 4,991 4,939 4,660 
UNIS cask dds dna once cad d. be cacee ke 4,670 5,071 4,153 

URE OMEN UDOOGU 6.6.5 5 cece Noo vac ce 17,396 18,237 16,106 

Total Cars Received from Connections “2,984 3,034 2,774 

’ TOTAL FOR CANADA 

Grain and Grain Products..:.........e0-. 3,648 3,794 3,278 
ON MGM race 6 eie'are- a sacase nie ean eere eRe wees 2,183 2,302 2,505 
, _,_ SE ees one te ene 6,605 6,715 2,042 
° | eae 256 237 209 
Lumber 4,045 4,267 4,495 
Pulpwood 2,244 2,695 2,110 
Pulp and Paper 2,150 2,033 1,844 
a Forest Products 2,260 2,615 2,457 

be rchannes dee awsinue cghaeiay s subiolis 1,817 2,230 1,602 
ierckantine. ee ikorg ea adhe: sncior gl aleiatamipcqiats 16,402 16,807 14,238 
ahs chteaeihaabicveadccmcces: 15,047 * 17,751 13,543 

OY CRE TRIO. ccc bocce ccbicsiccest 56,657 61,446 48,323 

Total Cars Received from Connections 36,167 37,365 32,917 

CUMULATIVE TOTALS TO DATE 
1926 192 

Grain and Grain Products 204,006 175,834 
Live Stock ape wrde oie hal peaka hiol Mictwararel seid vata wb ial ale 61,851 67,901 
ee ee er 157,050 97,382 
MR: 6:60 tedt 11,557 8,441 
Lumber .... 112,745 109,700 
Pulpwood ....... 91,833 89,289 
Pulp and Paper. ......... 76,685 63,588 
Other Forest Products.. 100,005 90,792 
EERE REEE ICSE PS Oy ere 50,181 41,491 
Mepehadititnn, ) FS AD FE ee BCs OR eed 495,240 466, 309 
I assis ins iaiaialtytantkiwade 421,229 366, 805 

ee CE SAOR Ss oink ec kbscoeross 1,782,382 1,577,532 

Total Cars Received from Connections 1,149,389 1,025,786 


RATES ON EXPLOSIVES 


The Board of Railway Commissioners has given favorable 
consideration to the application of National Explosives, Limited, 
Ottawa, for relief in regard to rates and weight minimum on 
explosives east of Winnipeg. Under existing conditions the 
charges are L. C. L., a rate of double first class, with a minimum 
of 5,000 pounds for a single shipment. For two shipments to 
the same destination in the same car, the minimum is 3,000 
pounds each, and for three or more, 2,500 pounds. The ap- 
plicant asked that the charge be three times first class, with 
no weight minimum. 

The board decided that the same rate adjustment as applies 
west of Port Arthur should be made applicable east, i. e., double 
first class at actual gross weight, with a minimum for single 
shipment of $6. 


TRAFFIC ALUMNI ASSOCIATION 

Graduates of the College of Advanced Traffic, Chicago, have 
formed “The Alumni Association of the College of Advanced 
Traffic. The officers are: President, F. P. Drissler; vice-presi- 
dent, E. S. Grubbs; secretary, W. M. Holwick; treasurer, F. A. 
Lemke, Jr. At present the association has an active member- 
ship of 55, which will be augmented from time to time by addi- 
tional graduates from the college. Application for a charter has 
been made to the secretary of state, and regular meetings of a 
combined business and social nature are being held on the first 
Tuesday of every month. The object of the association is to 
promote good fellowship and fraternal feeling and to foster the 
social and educational development of its members. 
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ou have the time— Recreate ¢ . 
inded— Adarand nigh on the Posing ‘ 7 : L I N E S 
ioe _ Wiemann Colorado MUNSON-McCORMICK. LINE 
927 Pa ppt orl ° 
328 th. ee Rockies INTERCOASTAL SERVICE 
»842 roun » Chicago to mae ; : 
Tiss a , this From Baltimore and New York Weekly 
aor Board and lodging in Colorado Summer (EVERY SATURDAY) 
— 8 $1000 per week. *From Philadelphia and Boston Bi-Weekly 
— (ALTERNATE WEDNESDAYS) 
30,143 cumiqugutiiansts 
DIRECT TO 
1,208 LOS ANGELES HARBOR—SAN 
ii FRANCISCO, OAKLAND, PORTLAND, 
arts SEATTLE and TACOMA 
72 
hs Pacific Coast Ports; Hawaii, Fer East and 
66 acific ; 
— British Columbia 
2,774 *Differential Rates from Philadelphia and Boston 
oncunayunpetanronnen MUNSON STEAMSHIP LINE 
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505 tlds unson 
a a ne a 
2110 BURLINGTON TRAVEL BUREAU ¢ cg > ag > eee 
at - 179 West Jackson we WABash 4600 
11802 J. R. Van Dyke, General Agt., Passenger Dept. McCORMICK STEAMSHIP Co. 
13,543 GENERAL PACIFIC COAST AGENTS 
48,323 
32,917 
1925 
175,834 
67,901 
977382 
87441 
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90,792 lind 
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466,309 - < 
366,805 se ee) fed ee —— 
577,532 = ~ are. 
025,786 
9 e e 
Be Your Customers’ Neighbor Ship by Water 
: 6s RATES” vi 
eho in Los Angeles DIFFERENTIAL RATES” via 
a oe You actually become your customers’ 
» Pause neighbor in Los Angeles when you have WILLIAMS LINE 
nts to a stock of goods stored in the Metropol- - TO a 
3,000 itan Warehouse, ready for delivery on a San Diego, Los Angeles . San Francisco 
ie ap moments notice. . 
, with The warehouse is constructed of rein- Oakland, Seattle and Tacoma 
peties forced ine, ang ad yam _in_ the FROM 
loubl heart of the wholesale and retail districts. ° e e 
os The insurance rate is 17c. eee ~- ee f Ik 
ew i1orkK an orro 
METROPOLITAN SAILINGS EVERY 1 DAYS 
, have Thru bills of lading issued to other Paci 
anced ' Ports, H ii and the Far East 
wr WAREHOUSE CO. For — amine doer 9 information apply to 
mber Merchandise Storage Drayage Pool Car Distribution WILLIAMS STEAMSHIP Co., Inc. 
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4 4: LOS ANGELES Same. “eet: "Siri: | estas. 
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D. W. Bledsoe has been appointed traffic manager of the 
Mott Southern Company, Jacksonville, Fla. 

J. R. McClurken having resigned to take a position with ‘the 
Illinois Central, F. A. Key, Jr., has been appointed general 
freight and passenger agent of the Louisiana and Arkansas, at 
Texarkana, and H. R. Whiting has been appointed to the same 
position at Shreveport. W. D. Burch succeeds Mr. Whiting as 
general agent ats Oklahoma City, and R. L. Coleman becomes 
general agent at Dallas to succeed W. W. Somerville, resigned 
to engage in other business. 

George L. Kendall has been appointed commercial agent of 
the Erie Railroad Company at Chicago. 

W. B. Lanigan, general freight traffic manager of the 
Canadian Pacific, will retire September 1, after 42 years of 
service. 

J. C. O’Neill has been appointed general agent of the 
Mississippi Central at Pittsburg, succeeding J. L. Patterson, 
resigned to take service with another company. 

L. M. Voss, who has resigned as traffic manager of the Iten 
Biscuit Company, Oklahoma City, effective September 1, will 
be succeeded by E. R. Reucks. Mr. Voss will be connected 
with the firm of Collins-Deitz-Morris, wholesale grocers, 
Oklahoma City, as buyer and supervisor of traffic. 

George Theis, Jr., president of the Arkansas Valley Inter- 
urban Railway Company, was killed at the Wichita municipal 
air port August 13. He was struck by the propeller of an air 
plane while standing beside his car, which was parked in the 
roadway in front of the hangars. 

The position of general live stock agent of the Chicago, 
Rock Island and Gulf Railway Company having been abolished, 
K. D. McKenzie is appointed assistant general live stock agent 
of the Chicago, Rock Island and Pacific Railway Company and 
the Chicago, Rock Island and Gulf Railway Company, with head- 
quarters at Fort Worth, Tex. 


DOINGS OF THE TRAFFIC CLUBS 


September 13 will be the opening day of the fall season of 
the Traffic Club of St. Louis. Luncheon meetings will be held 
in the dining room of the Chamber of Commerce. At each 
Monday luncheon a “final moment prize” of two dollars and a 
half will be awarded. An attendance prize will also be awarded. 
The club is conducting a campaign for seventy new members 
and a bowling league is being organized. An “industry dinner” 
is being planned for the near future. It is the desire at that 


time to have present the executives of the industries repre- 
sented in the club. 













































































































The St. Paul Transportation Club and the St. Paul Pas- 
senger Association had a joint dinner dance at the St. Paul 
Automobile Club, White Bear Lake, August 18. 


The Traffic Club of Wheeling will have a golf tournament 
and outing at Wheeling Park September 2. 


The Traffic Club of Chicago will have a golf tournament at 
Park Ridge Country Club August 26. 


The Transportation Club of Louisville will have a moonlight 
excursion Monday evening, August 23, on the Ohio River. 


The Milwaukee Traffic Club took a boat trip to Ludington, 
Mich., August 14. There was card playing and dancing. 





The Pacific Traffic Association opened its fall season with 


a meeting August 17. There will be a picnic August 29. The 
subject for discussion at the opening meeting was: “Should 
There Be Regulation of Rates in the Intercoastal Trade?” The 


case against regulation was presented by J. E. Cushing, of the 
American Hawaiian Steamship Company. The case for regu- 
lation will be presented at a meeting September 14. 





The next regular meeting of the Transportation Club of 
Decatur will be held at 6:30 p. m., September 16, at the Decatur 
Club. W. E. Beckner, general manager of the American Railway 
Express Company, will be the speaker. 





The Traffic Club of Minneapolis held its first annual picnic 
August 17 at Glenwood Park. Ideal picnic weather prevailed 
and a large crowd attended. Various races and sports occupied 
the afternoon, and the crowd reported an enjoyable time. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s'mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 


roblems. We do not desire to take the place of the traffic man but to 
elp him in his work. 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may a ay? to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Questions and Answers 
| 


Routing and Misrouting 


New York.—Question: We moved various cars containing 
carbon plugs from Clarksburg, W. Va., to Niagara Falls, N. Y., 
at a specific commodity rate of 22%c per 100 pounds. The 
rate quoted is given in B. & O. Tariff 19551, and the route over 
which material is supposed to move is B. & O., Laughlin Junc- 
tion, Willow Grove, B. R. & P., Salamanca, Erie R. R. or B. & O., 
Newcastle, Erie R. R. Some of the cars mentioned moved via 
B. & O., Youngstown, Erie R. R. This routing was on bills of 
lading furnished the carrier. 

We are now faced with claimed undercharge on all of the 
Youngstown movements based on combinations of locals as 





follows: 

Clarksburg to Younsstown,. St) Clase... ics cccciwcwscsssesour 27 cents 

Youngstown to Niagara Falls, Sth CIAGS...6.c6ciccscéetesces on 25 cents 
Total 52 


TT TART EET CECE ECE OT eT Cone to vz cents 
B. & O., I. C. C. Tariff 19551, carries this clause: 


Routing when specified herein is that ordinarily and customarily 
to be used. If from any cause, arising from the exigencies of errors 
of carriers property is sent via other junction point or routes, but 


over the lines of carrier parties to the tariff, the through rates 
named herein will apply. 


We claim error, in that the agent of the originating line 
did not advise the shipper that the 22%4c rate was not applicable 
via Youngstown Junction and that the clause quoted above will 
cover the movement and protect us under the 22%c rate. 

Can you give us any I. C. C. decision that would uphold us 
in our contention and refusal to pay the undercharges that the 
railroad proposed to bring against us? 

Answer: If in the bill of lading covering the shipments 
in question, in addition to the routing specified, the rate of 224%4c 
was shown in the bill of lading, then, under the provisions of 
Conference Ruling 474-C, the carrier is liable for misrouting, 
in the event it did not ascertain from the shipper whether the 
rate or route given in the shipping instructions should be fol- 
lowed. If, however, only the routing was shown in the Dill of 
lading, the carrier is not liable for misroute for the reason that 
it is the duty of the initial carrier to obey the specific instruc- 
tions furnished by the shipper. It is assumed that’ when a 
shipper names the carriers that are to transport a shipment he 
is relying upon his own investigation and that for some reason 
he considers it expedient that the shipment moves via the route 
indicated by him. Duluth Log Co. vs. M. & I. Ry. Co., 15 I. C. C. 
627; Bergman & Co. vs. Pa. Co., 15 I. C. C. 487, and Struthers- 
Wells Co. vs. P. KR. 8. Co., 34 1. C. C. 291. 

The routing clause carried in B. & O. Tariff I. C. C. 19551, 
quoted in your letter, is what is known as a carrier’s convenience 
clause. Under such a clause, where the routing is specified, 
the rates named in the tariff will apply over lines parties to 
the tariff via routes other than those provided for in the tariff 
only where the shipments are routed by the carriers and not by 
the shippers. See Dort Motor Co. vs. Director-General, 59 
I. C. C. $74. 


Overcharges—Joint and Several Liability of Carriers 


Tennessee.—Question: A carload shipment of a certain 
commodity moved from point of origin to destination over five 
railroads, all of which are participating carriers in the tariff 
publishing the rate thereon. We will call these railroads A, B, 
C, D, E. The shipment was overcharged and claim filed with 
railroad A, initial line. That line agrees with us but will not 
pay the claim in full, stating that the other four lines will not 
agree. After considerable correspondence with these lines, sev- 
erally and jointly, railroads B, C and D agree with us and 
advise A they will join in the payment of the claim, but E 
positively refuses its concurrence. 

We have insisted that A pay the claim in full and handle 
further with E for reimbursement, but A refuses to pay us more 
than its proportion plus the proportion of lines B, C, and D, who 
have concurred. The published rate does not show in the tariff 
how it is to be divided among these five carriers and we suppose 
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the refund offered us by A will be based on division sheets in 
effect at time shipment moved. We, of course, as shippers are 
not furnished with the carriers’ division sheets. 


Is there any way, i. e., laws, A. R. A. Rules, or something 
of that nature, whereby we can force A to pay us in full regard- 
less of E’s failure to concur? Or is there any way we can force 
E to concur, in view of the fact that it is the only interested 
carrier that does not? We have read over, carefully, the Inter- 
state Commerce Act, also Interstate Commerce Commission 
Conference Rulings, but fail to find a law or rule that covers our 
case. The shipment in question moved interstate. 


Answer: With respect to the obligation of a carrier with 
whom a claim has been filed for overcharge to promptly refund 
the amount of the overcharge regardless of the nonconcurrence 
of other lines, see Tyson & Jones Buggy Co. vs. A. & A. Ry. Co., 
17 I. C. C. 330. In this case, on page 332, the Commission said: 


Without wishing to be understood as expressing the view that 
this loose practice with respect to overcharge claims is characteristic 
of all interstate carriers, it is nevertheless so common as to justify 
some attention by the Commission. Apparently it is not understood 
as fully as it should be, by railroad officials charged with the adjust- 
ment of such matters, that the retention by a carrier of an overcharge 
not only has all the effects of an unjust discrimination against the 
shipper from whom the excess has been demanded, but leaves the 
transportation transaction in an unlawful condition, both under the 
act to regulate commerce and under the Elkins Act, until the over- 
charge has been adjusted. We are advised that the delay in making 
repayment is frequently due, not to the failure to discover the over- 
charge, but to the efforts of the delivering carrier to ascertain be- 
fore making the refund to the shipper which carrier participating in 
the movement is responsible. This is not a proper practice. The 
shipper is entitled to repayment from the carrier that has collected 
the freight charges as soon as it appears that an overcharge has in 
fact been made. When the refund has been made it is then that 
carrier’s duty to see which of the carriers that participate in the 
movement is responsible and charge it accordingly. When the over- 
charge has been discovered it should immediately be repaid by the 
carrier that collected the charges, and this should be done whether 
a demand has been presented by the shipper or not. 


As to the joint and several liability of carriers under 
reparation awards of the Commission, see United Paperboard 
Co., Inc., vs. Southern Railway, 62 I. C. C. 60. In this case the 
Commission said: 


Awards of reparation are not dependent upon solvency or in- 
solvency of the carriers concerned. Our orders for reparation require 
payment of the sum due and run ‘against all defendants. River- 
side Mills vs. A. & S. Steamboat Co., 40 I. C. C. 501. 


See, also, S. P. Bowers Co. vs. Director General, 307 FY. C. C. 
305; Theodore Marcus & Co. vs. Director-General, 77 I. C. C. 242 
(248), and Yellow Pine Co. of Philadelphia vs. Director General, 
104 I. C. C. 371. 


Damages—Measure of—Difference Between Freight Charges 
Over Rail Route and Water Route 


California.—Question: For a breakdown repair job in our 
shop we have shipped all-rail from New York a large machine. 
The bulk of our shipments from the Atlantic Seaboard are 
shipped via the Panama Canal, but in order to save five to 
seven days’ time in transit we pay approximately $200 excess 
freight in shipping these machines all-rail. 

The machine is received at Los Angeles in bad order and 
upon investigation it is found that parts will have to be replaced 
by express from the factory. The machine, of course, is of 
absolutely no use to us until the replacement parts are received 
and the repairs made about two weeks later. 

Our machine is thus ready for use one week later than it 
would have been had we routed and received the shipment 
over one of the Intercoastal Steamers. 

We file the usual damage claim with the railroad and are 
reimbursed for the actual cost of the replacement of the dam- 
aged parts. However, we are still out the $200 excess freight 
paid. Has the consignee any recourse against the railroad for 
this amount that was absolutely thrown away because of the 
carrier’s failure to make delivery in good order within a reason- 
able time, or within the time that shipment would have been 
received over the cheaper route? 

This seems to be stretching the point pretty far, although 
there is no question but that the consignee has been damaged 
to the extent of the excess freight paid. However, the writer 
seems to recall some court decision published in the Traffic 
World regarding a very similar situation. Will you please let 
us have your advices? 

Answer: We can locate no case in which this question 
has been at issue. It is our opinion, however, that such damages 
are in the nature of remote or speculative damages and there- 
fore not recoverable. In the instant case there is no certainty 
that had the shipment moved via the water route it would have 
arrived at destination in a condition different from that in which 
it did arrive. 


Return of Order Notify Shipments After Refusal at Destination 


Minnesota.—Question: We are continually making ship- 
ment to various points in the Northwest on order notify bills 
of lading. 
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As you know, the bills of lading with sight drafts attached 
are generally sent to some bank in the town to which the ship- 
ment is directed, and if there is no bank in this particular town 
they are sent to the express agent. It often happens that these 
shipments are unclaimed or refused by the consignee and the 
railroad company so advised us. We immediately send them 
instructions to have the shipment returned to us at Minneapolis, 
advising the agent at the same time that the original bill of 


lading will be surrendered to their agent or connection at 
Minneapolis. 


Many agents refuse to do this, insisting that we surrender 
the bill of lading to them. This we do not want to do because 
of the danger of the additional travel through the mails and 
the danger of becoming lost’ or misplaced, and when a bill of 
lading is lost there is an enormous amount of red tape necessary 


to supply a bond to the railroad company to properly protect 
them and obtain the shipment. 


; What we want to know is, are the carriers within their 
rights in demanding that we surrender the original bill of 
lading at original point of destination, or can the shipment be 
forwarded back to Minneapolis, at which time we will surrender 
this document in exchange for the shipment? 


Answer: It is possible that there are tariff provisions pub- 
lished by some of the lines which govern the obligation of 
certain of the carriers with respect to this matter. However, 
in the absence of such tariff provisions we know of no reason 
why the carrier should return such shipments except upon the 
surrender of the order notify bill of lading by the consignee or 
the furnishing of some form of indemnity by the consignor so 
as to protect the carrier against the presentation of the bill of 
lading by a party other than the consignor. 

It is suggested that the bill of lading be surrendered at the 
general office of the initial carrier with the request that instruc- 
tions be forwarded by that carrier to its agent or its connections 
for the return of the shipment. This would obviate the for- 
warding of the bills of lading through the mails and the carrier 
would be protected against the surrender of the bill of lading 
by another party other than the party instructing the return 
of the shipment. 


Tariff Interpretation 


INinois.—Question: Will you kindly advise reference to 
decisions rendered by the Interstate Commerce Commission 
regarding a shipment originating at B destined to C? 

The C. & N. W. Ry. Co. publishes a commodity tariff naming 
rate from A to C of 20.5c per cwt., the tariff carrying an inter- 
mediate clause whereby rate from B can be protected from A. 
The Wabash R. R. Co. publishes a commodity tariff naming 
rate from B to C of 24c ewt. Both rates were published at the 
same time. 

Has the Commission at any time rendered a decision stating 
that a specific rate takes preference over a rate made by the 
intermediate application as per the above? 

Answer: With respect to the application of commodity 
rates to or from a point arrived at by the use of an intermediate 
clause, see our answer to “Illinois,” on page 966 of the April 11, 
1925, Traffic World. 

It is our opinion that a rate arrived at by the use of an 
intermediate clause would take preference over a specific com- 
modity rate, if lower, subject, of course, to the Commission’s 
rulings governing conflicting rates published in the same or 
different’ tariffs. However, in the instant case, inasmuch as 
the two rates are published by different carriers there is no 
occasion to apply the above principle. The rate published in 
the C. & N. W. tariff could not’ be applied via the Wabash as 
the initial carrier, nor could the rate published in the Wabash 
tariff be applied by the C. & N. W. as the initial carrier. See, 
in this connection, our answer to “Tennessee,” on page 1682 of 
the June 19, 1926, Traffic World, under the caption, “Tariff 
Interpretation—Terminal Carrier’s Tariffs Not Applicable to 
Traffic Originating on Other Lines.” See also Conference Ruling 
281 and Rule 59 of Tariff Circular 18-A. 


Reparation—Rates Subsequently Reduced 


Pennsylvania.—Question: On some recent shipments of 
water from a point three miles from our plant, the rate used 
was an intermediate application of a commodity rate from a 
point thirty miles east of our plant to another point one mile 
west. The commodity rate to cover this traffic was effective 
yesterday. This rate is somewhat lower than the rate which 
has been used on former shipments. 

ince there was no rate in effect between these two points 
an intermediate application was used. Will we be entitled to 
a rebate on the basis of the new rate published? 

Answer: The Commission has repeatedly held that the 
voluntary reduction of a rate or basis of charges does not in 
itself, without proof that the former rate or basis was unreason- 
able, furnish a sufficient reason for awarding reparation. Fer- 
guson & Sons Grocery Co. vs. A. B. & A., 45 I. C. C. 81; Pacific 
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Bridge Co. vs. S. P. & S. Ry. Co., 30 I. C. C. 732, and Foster 
Lumber Co. vs. A. T. & S. F., 15 I. C. C. 56. 


Damages—Measure of, Where Part of Released Value Shipment 
Is Lost or Damaged 


Texas.—Question: In reference to your answer from Texas 
in an issue of December 26, 1925, regarding release valuation 
of a shipment and the responsibility of the carrier, we beg ‘to 
advise that there has been another opinion handed down by 
the United States Supreme Court which is adverse to the ruling 
quoted by you. The information that we are able to gather 
from the opinion is something like as follows: 


Shipments of household goods billed at one totaled weight and 
released to a valuation of $10 per 100 weight. One portion of the 
shipment was lost. or damaged and the consignee filed claim for the 
release valuation of the entire shipment. The railroad company con- 
tended that as the particular portion of the shipment was lost or 
damage, that all that the claimant was entitled to on release valua- 
tion was $5, but the court ruled that as weights were not separate 
on bill of lading; claimant was entitled to the release valuation of 
total weight of shipment, regardless of whether all of the shipment 
or only a portion was lost or damaged. 


We have searched for this opinion, but have been unable to 
locate it. 

Answer: The only decision of the Supreme Court of the 
United States relative to the released valuation of a shipment 
other than that which is cited in the answer to which you 
refer, of which we are aware, is that in Kansas City Ry. Co. 
vs. Carl, 227 U. S. 639. In this case the court said: 


It is difficult not to-see, when we read the bill of lading and the 
release, with its note, in the light of the filed rate sheets and the 
rate paid upon the shipment corresponding to the lower of two rates 
upon household goods, that the consignor and the carrier mutually 
understood that these boxes and this barrel contained household 
goods of the average value per hunderweight of five dollars. 


It is probable that the case to which you refer is one of 
those referred to in our answers to “New York,” on page 1238 
of the November. 17, 1923, Traffic World, under the caption, 
“Damages—Measure of,” and “Utah,” on page 38 of the January 
5, 1924, Traffic World, under the caption, “Damages—Measure 
of, for Loss of or Damage to Household Goods.” 


Tariff Interpretation—Released Rates 


Indiana.—Question: There are two specific commodity 
rates published from “A” to “B’—one based when goods are 
released to a stated valuation, the other is based when value 
not declared. 

Shipment is made from “A” to “B,” but through error bill 
of lading was not released to a stated valuation. The error 
was detected by shipper two days after car started on its journey 
and carrier’s agent was immediately notified of shipper’s error 
and new lading and correction was requested showing the goods 
released to the stated valuation and subject to the lower com- 
modity rate. In this connection the original lading was mailed 
to customer on date of shipment and, owing to the distance 
and some delay on their part, about three weeks elapsed before 
the original lading was surrendered to billing agent for corrected 
lading, at which time the new lading and correction were issued. 
However, car had reached destination and charges assessed on 
the highest commodity rate. 

Claim was entered for the overcharge, based on rate sub- 
ject to released valuation. Carriers have declined claim, stating 
their investigation discloses there had been two bills of lading 
issued upon the shipment and since the service was performed 
under the original bill of lading, and which bore no notation 

releasing to a stated valuation, they could not legally entertain 
claim. 

Billing agent’s records show shippers called attention to 
erroneous bill of lading several days before service was per- 
formed under the original lading, in view of which we feel the 
rate subject to released valuation should apply. 

We will be pleased to have you not only refer us to deci- 
sions, if any, but give us your opinion in the matter as to the 
proper rating applicable under the conditions set forth in the 
foregoing. 

Answer: Unless the findings of the Commission in Harmon 
& Co. vs. Northern Pacific Ry. Co., 33 I. C. C. 370, or the findings 
in Baker & Co. vs. C. M. & St. P. Ry. Co., 109 I. C. C. 399, are 
applicable in the instant case, which is not apparent from the 
statements made by you, it is our opinion that the proper rate 
has been assessed on the shipment in question. 

The transportation of the shipment had commenced and 
the carrier had assumed the liability imposed upon it under the 
rate upon which the shipment was moving, even though the 
entire contract of transportation had not been completed at the 
time the request was made for the execution of the new bill of 
lading at the released rate. 

We are unable to locate cases specifically in point. 

Tariff Interpretation—Application of Combination Rule 


Missouri.—Question: With respect to your answer to “Mis- 
souri,” on page 328 of the August 7, 1926, Traffic World, under 
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the above caption, you will kindly grant me the opportunity of 
questioning reference to Section 1 as well as the decisions under 
Docket 17450 as controlling in the case before us. Both Section 
1 and the decision apply on brick and kindred articles. It may 
have been the writer’s fault in not mentioning in my inquiry 
of the 22nd that the case before us is one of lumber. I did 
refer to Section 4, Supplement 14, which is on lumber, and that 
commodity only. If you care to make a review of the matter, 
I would be pleased to have your further consideration of it. 

Note again that lumber and forest products is covered only 
by stipulations of Sections 4 and 5 and that Section 1 to which 
you refer has reference only to the application to commodities 
in Section 2, and, incidentally, the commission was thoroughly 
right in its findings in the Bush case, because it is expressly 
stipulated in Section 1 (a) that class and commodity factors 
are not subject to reductions. 


Such is not the case in Section 4. In fact, Section 4 states: 


* * * such through rate will be arrived at in the following man- 
ner either where such commodity rate factors cover entire haul from 
origin to destination or where used in connection with one or more 
class rate factors. 


It here makes two declarations: That the through rate will 
be arrived at (a) where rate commodity factors cover entire 
haul; (b) where used in connection with one or more class raie 
factors. In the instant case commodity rate factors did not 
cover the entire haul—part commodity and part class rate. 

Item 2 of Section 4 distinctly states that where the com- 
bination (full rate) is over 30 cents, made up of commodity 
factors, the through rate will be made by adding 6 cents; also 
the full class rate without deduction to the sum of the com- 


modity rate factors for basing the through rates in the following 
manner: 


A. Where a separately established commodity rate factor is 30 


cents or less the factor for basing will be the through rate shown in 
Section 5. 


B. Where a separately established commodity rate is over 30 


cents the factor for basing the through rate will be 6 cents per 100 
pounds less. 


The commodity factor is 54 cents, and it seems clear that this 
54 cent rate commodity factor is subject to a reduction of 6 
cents plus the full class rate. 

If it is not so, the inconsistency is at once shown from 
the fact that two commodity factors the equivalent of 54 cents, 
a 27 cent factor in each case is subject to 21144 cents, making 
a total of 43 cents plus 6 cents, which is 49 cents. It will work 
out around 49 cents on any basis of subdivision of two com- 
modity factors, the equivalent of 54 cents. 

I realize that this is rather technical, but this is the thing 
we are trying to get at. I do not believe your answer disposes 
of the question. 

Answer: While we can not locate an opinion of the Com- 
mission construing Section 4 of Agent Jones’ I. C. C. No. U. S. 1, 
we are nevertheless of the opinion that the basis provided for 
therein May not be used except where two or more commodity 
rate factors comprise the combination rate, or where two or 
more commodity rate factors, in connection with one or more 
class rate factors, comprise the combination rate. 

The first paragraph of the rule in Section 4 reads as follows: 


Where no published through rates are in effect from point of 
origin to destination on lumber and articles taking same rates, or 
arbitraries over lumber rates, also other forest products, on which 
rates are not higher than on lumber, carloads, and two or more 
commodity rate factors (see note) are used in arriving at the 
through rate for a continuous rail shipment thereof, such through 
rate will be arrived at in the following manner (either where such 
commodity rate factors cover entire haul from origin to destination, 
or where used in connection with one or more class rate factors. 


You will observe that it speaks of two or more commodity 
rate factors or commodity rate factors and a class rate factor. 
Therefore, in our opinion, the context of the paragraph is such 
as to preclude its application where only one commodity rate 
factor and one or more-class rate factors comprise the com- 
bination rate. 

We also direct your attention to the note which is referred 
to in paragraph 1, above quoted, which note reads as follows: 


Where the rates on commodities specified in Section 4, of tariff, 
are published as lettered Classes other than A, B, C and D, in the 
Southern, Alabama, Florida, Georgia, Mississippi or Virginia Classi- 
fications or exceptions thereto, such factors will be considered com- 
modity rates. 


Were the rule applicable as you read it, there would be 
no eccasion for the publication of this note. 


Reconsignment 


Oklahoma.—Question: Have read an article in your issue 
of July 24th which has been of interest to me. On page 184 


of this issue I find the “Reconsignment Charge Case.” 

It appears that the Commission does not’ believe that a 
reconsigning charge of $6.30 should be assessed where freight 
charges are based on a combination of locals, which was the 
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PEORIA is located half-way between Chicago and St. Louis, and Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 
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the mid-west in the matter of freight rates and transportation service. 
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case in this particular movement, and that the carrier was 
instructed to refund this charge plus interest. 

Is this a case where there was a question of tariff inter- 
pretation or a local condition, or will it apply in all territories? 
My reason for asking is that during the past cottonseed crush- 
ing season we were forced to divert cars of cottonseed two and 
three times before cars were unloaded, and we paid the $6.30 
reconsigning charge on each diversion plus a combination raté 
based over the second diversion point. Our seed originated at 
both state and interstate points and all moved under the same 
tariff, namely, Leland’s tariff, 134 series. My opinion was that 
the carriers should assess this diversion charge for each recon- 
signment, regardless of the fact that freight charges were 
based on a combination rate, but this article caused me to 
question whether they were right. 

Will you kindly advise? 

Answer: In the case to which you refer, the Commission’s 
finding was not that the carriers had erroneously interpreted 
the applicable tariff, but that the charges accruing under the 
tariff were unreasonable to the extent of the reconsigning 
charge. Its finding in this case was in line with its findings 
in the Chestnutt Lumber Co. case, 89 I. C. C. 236, and other 
cases cited in its opinion in Docket 17012. 

No doubt modifications will be made in the reconsigning 
tariffs in line with the Commission’s opinion in this case. 

We are not aware of an opinion of the Commission involving 
the collection of the reconsigning charge where two or more 
reconsignments are made, but apparently, based upon its find- 
ings in the case above referred to, the Commission would find 


that the assessment of a reconsigning charge in the case of 
such movements is unreasonable. 


Reparation—Party Entitled to 


Louisiana.—Question: Please advise, if you can locate a 
case where the Commission has ruled that the carriers could 
not charge more for a mixed carload than for a straight carload 
of articles, when they are all classified the same. 

Engines, pumps and boilers are accorded a commodity’ rate 
when shipped in mixed carloads of oil well supplies. But, if 
they are shipped separately, they take straight class A rates. 
It is possible to add one piece of oil well supply equipment 
and technically apply the oil well supply rating. It is our 
contention that the cost of transporting straight carloads of 
this material is no more than transporting in mixed carloads 
and that if contested the oil well supply rate should apply on 
engines, pumps and boilers in straight carloads, when used for 
oil industry. 

Will you kindly advise if you can find anything in the 
Commission’s records where they have ever ruled on a case 
of this kind? 

Answer: The situation to which you refer apparently 
results from the publication of a commodity rate to cover a 
regular movement of engines, pumps and boilers with oil well 
supplies. It is probable that if there is a substantial movement 
of these articles in straight carloads, a commodity rate lower 
than the class A basis would be established by the carriers. 


Reparation—Party Entitled to 


Pennsylvania.—Question: I would like to be advised in 
regard to a claim for reparation, in which I shipped ten cars 
of lumber at a given price delivered Pittsburgh. The whole- 
saler to whom I sold this material asked to be shown as shipper, 
and bills of lading were made consigned to him and shipped by 
him, and it has since developed that the freight charges were 
excessive, and I now want to make claim aganist the carrier 
for reparation. Can I make the claim, or must he make the 
claim? If he makes the claim, is he obliged to refund me the 
amounts collected? If I make the claim, will the company 
refund the amount to me, or if they pay it to the wholesaler 
shown as the shipper, and he refuses to turn it over to me, 
what’ recourse do I have? 

In making settlement for these shipments the wholesaler 
deducted freight charges, sending me the difference. If claims 
for reparation must be made by the wholesaler who is shown 
as the shipper, and he refuses to make such claims, do I have 
any right to make claim against him? 

Answer: Under the Commission’s findings in the Missouri 
Portland Cement Co. case, 88 I. C. C. 492, the party who bears 
or pays the freight charges is entitled to recover as reparation 
the difference between the unreasonable charges paid on the 
shipments and charges found to have been reasonable on such 
shipments. 

It therefore seems apparent from the opinions of the Com- 
mission in Richmond County Coal Merchant's Association vs. 
B. & O., 101 I. C. C. 154; Atlas Metal Works vs. A. C. & Y. Ry. 
Co., 100 I. C. C. 173, that recovery can be had by you in the 
event that the rate charged on the shipments in question is 
found to be unreasonable by the Commission. In the case first 
referred to above the Commission, on page 163, said: 
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We further find that complainants Sigmund Haber, an individual, 
Herman J. Meyer, an individual trading as Henry Meyer & Son, 
and Kelsey & Vogler, a corporation, made shipments as described, 
paid and bore the freight charges thereon, and have been damaged 
to the extent that the charges paid exceeded those which would 
have accrued at the rates herein found unreasonable, and are en- 
titled to reparation with interest. Frank Litke, an individual, pre- 
sented proof that he is the owner of claims covering shipments con- 
signed to H. A. Jantz, Litke having been the owner of the goods 
and having paid the charges, although he was a stranger to the 
transportation records, together with proof similar to that of the 
above three complainants, and likewise entitled to reparation with 
interest. These complainants should comply with Rule V of the 
Rules of Practice. 


INTERCHANGE CONNECTION CASE 


The Supreme Court of Minnesota, in No. 169, Citizens of 
Pipestone, etc., vs. Chicago, Milwaukee & St. Paul et al., has 
set aside its former opinion, reversed the judgment from. which 
appeal was taken, and remanded the cause with directions to 
enter judgment vacating the order of the State Railway and 
Warehouse Commission. (See Traffic World, May 8, p. 1271.) 

In its former opinion the Minnesota court of last resort 
sustained an order of the railway and warehouse commission 
requiring the St. Paul and the Great Northern to construct and 
maintain suitable track connections between their lines at Pipe- 


stone, Minn., on the theory that the state commission had juris- 
diction over such questions. 


Reversal of the former opinion is due to the fact that the 
Supreme Court of the United States, on May 24, 1926, in Ala- 
bama & Vicksburg Railway Co. et al. vs. Jackson & Eastern, a 
similar case, held that the Interstate Commerce Commission 
had exclusive jurisdiction over such questions. (See Traffic 


World, May 29, p. 1474.) In reversing itself, the Minnesota 
court said: 


On reargument: After the opinion herein was filed the Supreme 
Court of the United States, on May 24, 1926, decided the case of 
Alabama & Vicksburg Ry. Co. vs. Jackson & Eastern Ry. Co., where- 
in it was held that the Transportation Act, 1920 c. 91, 41 Stat. 456, 
conferred upon the Interstate Commerce Commission more com- 
prehensive powers in reference to the control over junctions or 
physical connections between interstate railroads than the Com- 
mission possessed when Wisconsin, Minn. & Pac. Ry. Co. vs. Jacob- 
son, 179 U. S. 287, was determined. In the opinion it is stated that 
the jurisdiction of the Commission over such connections must be 
held exclusive. As we read this latest utterance of the Supreme 
Court the compelling of a junction between two railroads, carriers 
of interstate commerce, so that cars may be transferred or routed 
from one to the other, as was petitioned for in the case at bar, comes 
within the sole jurisdiction of the Interstate Commerce Commission. 
We are unable to see any substantial difference in the situation pre- 
sented here from that which existed in Alabama & Vicksburg Ry. 
Co. vs. Jackson & Eastern Ry. Co. supra. Therefore, the objection 
by appellant to our state railroad and warehouse commission as- 
suming jurisdiction to act in the premises should have been sus- 
tained. 

The former opinion herein is set aside, the judgment appealed 
from is reversed, and the cause is remanded with directions to enter 
judgment vacating the order of the state railway and warehouse 
commission, filed herein. 


UNIT COSTS OF RAIL SERVICE 


A study submitted to the Commission by M. O. Lorenz, 
director of statistics, on unit costs of railroad service, was made 
public August! 17 by the Commission. The statement, exclusive 
of detailed statistical tables referred to, follows: 


This statement brings down to 1925 certain of the tables in 
Statement No. 24351, issued in December, 1924, and entitled ‘Unit 
Costs of Railroad Service, 1915-1923.’’ 

The purpose is to show the changes in operating expenses, taxes, 
and the share of the investor upon a unit of service basis. The gen- 
eral heading ‘‘Unit Costs’ is in some respects misleading since only 
the operating expenses and taxes are costs in a strict sense. The 
net railway operating income above expenses and taxes (including 
certain rentals) is the investor’s residual share out of the rates and 
fares paid by the public, and may be more or less than the cost of 
the annual use of the railway plant and facilities at current prices 
of construction and rate of interest. In the present statement some 
of the column headings have been modified. The following explanation 
should be noted: Operating expenses are combined with hire of equip- 
ment and joint facility rents; railway operating revenues are as re- 
ported after the deduction of uncollectible railway revenues; the net 
railway operating income is what is left out of revenues after deduct- 


ing the expenses, rents, and taxes. In two of the units used, there 
is no separation between services, the ‘‘train-mile’’ and ‘‘car-mile’ 
referring to all services—freight, passenger, and other, taken to- 


gether. In computing the ‘net freight ton-mile’’ and “passenger 
train car-mile’’ averages, the operating expenses were separated be- 
tween freight service and passenger service (including allied serv- 
ices), the separation being as reported by the railways under the 
formula in force; taxes were apportioned on the basis of the ex- 
penses; and the net railway operating income was obtained by de- 
ducting the sum of the preceding items from the revenues, as above 
explained. It will be noted that in computing the relative figures, 
in Table B the averages for the test period, which covers the three 
years*yended June 30, 1917, were taken as 100 per cent. 

In drawing conclusions from these figures, it should be kept in 
mind that the train and the car have increased in size in the period 
covered. Taking the car-mile basis for illustration, we may note that 
for the United States as a whole in the test period the public paid 
13.188 cents for getting the average car hauled a mile, counting all 
car mileage whether loaded or empty, freight or passenger. Of this 
amount, expenses absorbed 9.063 cents, taxes 0.609 cents, and the 
investor had left over 3.516 cents. In 1925, the price to the public 
had increased to 19.989 cents, of which expenses absorbed 15.156 
cents, taxes 1.171 cents, leaving to the investor about the same ab- 
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SHIP YOUR 


Western Freight 


VIA THE 


Western Pacific 


Joint transcontinental freight 
rates are in effect between the 
East and points served by 
Western Pacific rails and short 
line connections in the states 
of California, Nevada and 
Utah; also to and from points 
in California upon: : 


Atchison, Topeka and Santa Fe— 
Bakersfield and North 


Southern Pacific— 


Banning, including Los Angeles 
and points north to the state line 


eee 


Good Service Maintained 
Through Package Cars 


AGENCIES THROUGHOUT THE UNITED STATES 


General Offices: Mills Building, San Francisco 
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solute amount as befcre, or 3.662 cents. 


This experience varied some- 
what in the three districts: 


Cents per car-mile (all services) 
East’n Dist. South’n Dist. West’n Dist. 
Test Test Test 
Item period* 1925 period* 1925 period* 1925 
Operating expenses and rents 9.477 17.295 7.757 12.948 9.147 14.100 
Caer ee 537 1.161 .536 1.108 725) =-1.212 
Net railway operating in- rf 
come (investor’s share). 3.103 3.848 3.266 3.869 4.105 3.366 
Railway operating revenues.13.117 22.304 11.559 17.925 13.977 18.678 





*Three years ended June 30, 1917. 


It appears from Table A that for the United States as a whole 
and for each one of the districts, the operating expense per net 
freight ton-mile has fallen each year since the 1921 maximum. In 
that year, taking the United States as a whole, the average was 
113.6 per cent above the corresponding test period average, while in 
1925 the excess was only 61.1 per cent. This is the combined result 
of a revival of traffic, lower unit material and labor costs, and pre- 
sumable increased efficiency. Taxes per net freight ton-mile in 
1925 were 85.8 per cent above the test period average. The investor’s 
share per net freight ton-mile was 28.4 per cent greater, while the 
operating revenues paid by the public were 53.8 per cent greater. 
The ton-mile averages, expressed in mills, are shown below by dis- 
trict: 

Mills per freight ton-mile 


East’n Dist. South’n Dist. West’n Dist. 
Test Test Test 
Item period* 1925 period* 1925 period* 1925 
Operating expenses and rents 4.977 8.774 4.426 6.623 5.718 8.691 
aa Pe re 0.282 0.589 0.306 0.567 0.453 0.747 
Net railway operating in- 
come (investor’s share). 1.500 2.105 1.761 2.296 2.551 2.958 
Railway operating revenues. 6.759 11.468 6.493 9.486 8.722 12.396 





*Three years ended June 30, 1917. 


The investor's share per net freight ton-mile was greater in 1925 
than the test period average in each of the three districts, but the 
increase was relatively less than for expenses, taxes, or revenues. 

Since 1921, the year of conspicuously depressed traffic, the taxes 
per net freight ton-mile have increased in the east and south, but 
have fallen in the west. The investor’s share on this unit basis has 
increased since 1921 generally in all regions in spite ‘of a reduction in 
operating revenues per ton-mile. 

The expense per passenger train car-mile for the United States 
was 78.8 per cent greater in 1925 than in the test period, and the 
taxes 103.9 per cent greater. As the revenues were only 38.8 per cent 
greater, the investor’s share was less per passenger train car-mile in 
1925 than in the test period. The following is a summary of the aver- 
ages, in cents, per passenger train car-mile for 1925 and the test pe- 
riod by districts: 

Cents per passenger train car-mile 
East’n Dist. South’n Dist. West’n Dist. 


Item period* 1925 period* 1925 period* 1925 
Test Test Test 
Operating expenses and rents19.491 35.268 15.701 28.729 17.308 30.410 
er eer 1.103 2.368 1.085 2.459 1.372 2.615 
Net railway operating in- 
come (investor’s share). 7.882 6.120 7.955 4.198 7.822 40.895 
Railway operating revenues. 28.476 43.756 24.741 35.386 26.502 32.130 


*Three years ended June 30, 1917. 
tDeficit. 


The expense per passenger train car-mile has decreased each 
year since 1920, not only for the United States, but also for each dis- 
trict. In all districts the operating revenues for this unit in 1925 
show a decrease since 1921, while the investor’s share shows an in- 
crease in the eastern and southern districts but a decrease, re- 
sulting in a deficit in 1925, in the western district. 





EXTENSION OF TIME TO BUILD 


The Quebec Extension Railway Company, authorized in June, 
1925, to construct a line of railroad in Aroostook County, Me., 
on condition that it begin construction on or before September 1, 
1925, and complete the line on or before December 31, 1927, has 
obtained an extension to December 31, 1926, in which to begin 
construction, and to December 31, 1928, to complete the line. 


VOLUME OF TRAFFIC 


“The railroads of this country during the first six months 
this year handled the greatest freight traffic they were ever 
called upon to move during any corresponding period,” says 
the Bureau of Railway Economics. 

“This freight traffic amounted to 227,116,889,000 net ton- 
miles, exceeding by 1,632,421,000 net ton-miles or seven-tenths 
of one per cent the best’ previous record, which was made during 
the corresponding period in 1923. 

“Not only did this freight traffic, measured by the number 
of tons of freight carried one mile, exceed all previous records, 
but the number of cars loaded with revenue freight during the 
first six months this year also exceeded all previous correspond- 
ing periods. 

“Freight traffic moved during the first six months this year, 
as shown by the total number of net ton-miles, was an increase 
of 6.9 per cent over the corresponding period last year and an 
increase of 10.9 per cent over the corresponding period in 1924. 
In the Eastern district the volume of freight handled during the 
six months’ period in 1926 was an increase of 7.9 per cent com- 
pared with the same period last year, while the Southern dis- 
trict showed an increase of 10.6 per cent. The Western district 
reported an increase of 3.8 per cent. 

“The volume of freight handled in June was also the great- 
est for any June on record, amounting to 39,236,630,000 net ton- 
miles. This excceded by 758,630,000 net ton-miles or two per 
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cent the best previous June, which was in 1917, while it also 
exceeded by 9.4 per cent that for June, 1925. 

“In the Eastern district, freight traffic in June showed an 
increase of 10.9 per cent over the same month last year, while 
the Southern district reported an increase of 9.8 per cent and 
the Western district an increase of 7.2 per cent.” 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on August 1 totaled 165,756 
or 7.2 per cent of the number on line, according to reports filed 
by the carriers. with the car service division of the American 
Railway Association. 

This was a Gecrease of 1,666 cars under the number re- 
ported on July 15, at which time there were 167,422 or 7.3 
per cent. It also was a decrease of 31,525 cars compared with 
the same date last year. 

Freight cars in need of heavy repairs on August 1 totaled 
126,166, or 5.5 per cent, a decrease of 874 cars compared with 
July 15, while freight cars in need of light repair totaled 39,590, 
a decrease of 792 compared with July 15. 

Fewer locomotives were in need of repair on August 1 than 
ever before on record, according to report's by the carriers to 
the car service division. 

The number in need of repair on that date was 8,718, or 
13.9 per cent of the number on line. This was a decrease of 510 
locomotives under the previous low record established on July 
1, 1926, at which time there were 9,228 locomotives in need of 
repair, or 14.7 per cent of the number on line. It also was a 
decrease of 991 locomotives under the number in need of repair 
on July 15, at which time there were 9,709, or 15.5 per cent. 

Of the total number of locomotives in need of repair on 
August 1, this year, 4,850, or 7.7 per cent, were in need of classi- 
fied repairs, a decrease, compared with July 15, of 404, while 
3,868, or 6.2 per cent, were in need of running repairs, a de- 
crease of 587 compared with the number in need of such repairs 
on July 15. 


Serviceable locomotives in storage on August 1 totaled 5,643 
compared with 5,828 on July 15. 
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No. 15052. Sub. No. 2. Farmers Union Livestock Commission Co., 
Chicago, Ill., vs. Santa Fe et al. 

Unreasonable rates and charges on cattle, sheep and lambs 
from points in Oregon, Washington and Idaho to Chicago, Omaha, 
Kansas City, South St. Joseph and South St. Paul. Asks cease 
and desist order and reparation. 

No. 18418. Sub. No. 1. The Firestone Tire & Rubber Co. et al., Akron, 
O., va: A. ©. & Y.. et at. 

Unreasonable rates, charges and classification on cotton tire 
fabric from points in Massachusetts, and other New England 
states, to points in Ohio, Massachusetts, and points in eastern 
Canada. Asks rates and classification for future and reparation. 

No. 18570. Mississippi Railroad Commission et al., Jackson, Miss., 
vs. Aberdeen & Rockfish et al. - 

Rates, rules and regulations in violation of sections 1 and 3 
of the act, on cotton from points in Mississippi to all cotton con- 
suming points in United States and for export; avers cotton pro- 
ducing industry is entitled to relief under Hoch-Smith resolution. 
Asks cease and desist order, reasonable local and joint through 
rates from every Mississippi station to all cotton consuming 
points in the United States and Canada and such reasonable and 
joint through rates to all Pacific, Atlantic and Gulf of Mexico 
ports when for export to foreign countries; also reasonable rules 
and regulations and charges covering the handling of cotton at 
said ports and covering the concentration, compression, reship- 
ping or reconsignment of cotton from all Mississippi points to 
points of destination indicated. 

No. 18601. Missouri Bag Co., St. Louis, Mo., vs. New York, Chicago 
& St. Louis et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on burlap bags from Buffalo, N. Y., to St. Louis, Mo. Asks cease 
and desist order and reparation. 

No. 18602. Charles E. Black, Montgomery, Ala., vs. Union Point & 
White Plains et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on dressed yellow pine lumber from White Plains, Ga., to Oak 
Hill, W. Va. Asks reparation. 

oo. _—— Consolidated Coal Co., Indianapolis, Ind., vs. B. & 

. et al. 

Rates in violation of section 1 of the act, on bituminous coal 
from Bicknell and Bruceville, Ind., to Lawrenceville, Ill. Asks 
rates for future and reparation. 

No. 18604. Southwestern Sheet Glass Co., Okmulgee, Okla., vs. St. 
Lousi-San Francisco et al. 

Rates in violation of section 1 of the act, on rough glass from 
Okmulgee, Okla., to Salina, Kans. Asks reparation. 

No. 18606. Mid-West Fruit Co., Muskogee, Okla., vs. Santa Fe et al. 

Rates in violation of section 1 of the act, on sweet potatoes, 
from Wybark, Okla., to Hutchinson, Kans. Asks reparation. 

Ne. 18607. Newton Oil Mill, Newton, Miss., vs. Alabama & Vicks- 
burg et al. 

Rates in violation of first three sections of the act, on cotton- 
seed from points in Illinois, Arkansas, Missouri and Tennessee 
to Newton, Miss. Asks rates for future and reparation. 

No. 18608. Albert Weiblen Marble & Granite Co., New Orleans, La., 


vs. Illinois Central et al. 

Rates in violation of section 1 of the act, on rough quarried 
and rough sawn stone and marble, from Phenix, Mo., to New 
Orleans, La. Asks rates for future and reparation. 
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ASHLAND, KENTUCKY 


“Where Coal Meets Iron” 


In Fundamentals Ashland Is Secure 





ASHLAND, in North-eastern Kentucky, is located on the South bank of the 
Ohio River and the rails of the Chesapeake and Ohio Railway, with transportation 
facilities unsurpassed. : 


ASHLAND is one of the most rapidly growing cities in the Central States. 
Population increased 105 per cent in the last five years, with 98.4 per cent of the total 
American born. 


ASHLAND has an ideal labor situation. 


ASHLAND is served by abundant supply of natural gas at rates attractively 
low for industrial and domestic use. 





ASHLAND is in the center of a large oil and gas producing area. 


ASHLAND is a city of manufactures of Iron, Steel, Sheets, Wire, Nails, 
Metal Culverts, Coke, Petroleum Products, Fire Brick and other Clay Products— 
with many and diversified wholesale and jobbing houses. 


ASHLAND is a city of churches, good living, good schools, plentiful work and 
ready play. The streets are all well paved and shaded and lined with handsome 
homes. Its excellent stores serve a large trade area. Parks, playgrounds, general 
recreation facilities and an ideal housing situation are all in existence. 


ASHLAND has an Industrial Fund of nearly one million dollars ready to aid 
industry to locate here. 


ASHLAND offers strong economic advantages for the manufacturer who is 
a large consumer of fuels, oil, electricity, shales, clays, woods, iron and steel and 
last, but not least, transportation. 


Ashland is the Kentucky home of the American Rolling Mill Company, 
MC makers of ARMCO Ingot Iron. As the world’s largest manufacturers 


we a] of special analysis iron and steel sheets, the decision to establish a 
\/ large division in Ashland several years ago was a momentous one. 
ARMCO has been growing and expanding with Ashland. 








Industrial Department, Chesapeake and Ohio Railway 


K. T. Crawley, Manager 7 RICHMOND, VIRGINIA 
S. C. Covert, Industrial Agent, Ashland, Ky. 
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No. 18609. Coleman-Meadows-Pate Drug Co. et al., Macon, Ga., vs. 

A. G. S. et al. 

Charges in violation of section 1 of the act, on denatured al- 
cohol in drums and cases from New Orleans, La., to Macon, Ga. 
Asks rates for future and reparation. 

No. 18610. The Continental Oil Co., Denver, Colo., vs. Santa Fe et al. 

Rates and charges .in violation of section 1 of the act, on 

petroleum products from points in California, Kansas, Oklahoma, 
and Texas to points in New Mexico. Asks reparation. 

- 18611. The National Association of Hat Manufacturers, Inc, et 
al., New York City, vs. A. & V. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial classification ratings on hats and caps, other than 
millinery, n. o. i. b. n. in fibre boxes, in three classification 
territories. Asks relief for future. 

- 18612. Sinclair Oil & Gas Co., Tulsa, Okla., vs. Mobile & Ohio. 

Rates in violation of section 1 of the act, on oil well machinery 
from mobile, Ala., to Tulsa, Okla. Asks reparation. 

No. 18613. The Shoe Polish Manufacturers’ Association of America, 

Boston, Mass., vs. New Haven et al. 

Rates in violation of sections 1 and 3 of the act, on liquid shoe 
polish in glass because of first class rating, less carloads. Seeks 
third. class rating. 

- 18614. Caruso Rinella Battaglia Co., Inc., Schenectady, N. Y., vs. 
Central of Georgia et al. 

Unreasonable, prejudicial and preferential rates and charges on 
peaches from Barrons Lane, Ga., to Oneonta, N. Y. Asks rates 
for future and reparations. 

18615. Riddle Palmer Lumber Co. 


et al., Lakeland, Fla., 
Central of New Jersey et al. 


VS. 
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Rates in violation of section 6 of the act, on asphalt shingles 
from Bound Brook, N. J., New York, N. Y., and Albany, N. Y,, 
to Lakeland, Fla. Asks reparation. 

18616. Minneapolis Traffic Association, Minneapolis, Minn., vs, 
Cc. M. & &t.. P. 

Alleges that rates exacted by defendant on grain from points in 
Washington, Idaho, Montana, North Dakota, South Dakota, Min. 
nesota and Iowa, stopped in transit at Minneapolis, for milling, 
cleaning, storing, malting or mixing, and reshipped via defendant's 
line to Duluth, Minn., or Superior, Wis., as grain or the products 
thereof, are unjust and unreasonable to the extent that they 
exceed the rates from point of origin to Duluth and Superior on 
the grain or products thereof reshipped from Minneapolis to 
Duluth or Superior, and subject complainant’s members at Minne- 
apolis to undue and unreasonable prejudice and disadvantage, 
ete. Asks rates for future. 

No. 18617. Schiro-Durst Co., Tampa, Fla., vs. Pennsylvania et al. 
Charges in violation of first four sections of the act, on potatoes, 

from group one and two points as shown in Agent Cottrell’s 

I. C. C. 484 to Jacksonville, Fla., when destined Tampa, Fla. 
Asks rates for future and reparation: 


No. 18617. Sub. No. 1. Crenshaw Bros. Produce Co., Inc., et al, 
Tampa, Fla., vs. Pennsylvania et al. Same complaint and 
prayer. 

No. 18617. Sub. No. 2. Atlantic Fruit Co., Inc., Miami, Fla., vs, 


Pennsylvania et al. Same complaint and prayer. 

. 18618. John Paul Sellers, Goshen, Ind., vs. C. C. C. & St. L. et al, 
Unreasonable rates on coal from Annabelle, W. Va., to Goshen, 

Ind., diverted to Benton Harbor, Mich. Asks rates for future 

and waiver of collection of additional charges. 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


August Sse tanere Lake City, Utah.—Public Utilities Commission of 
Utah: 

* Finance No. 5543—Application of Los Angeles & Salt Lake R. R. 
for a certificate of public convenience and necessity. 


August 23—Washington, D. C.—Examiner Folsom: 
Valuation No. 330—Georgia & Florida Railway; Georgia & Florida 
Terminal Railway. (Further hearing.) 


August 23—Atlanta, Ga.—Georgia Public Service Commission: 
Finance No. 5408—Application of L. S. Dure and H. K. Hines, re- 
ceivers of the Macon & Birmingham Ry. Co. for authority to 
abandon the railroad of that company. (Further hearing.) 


August 25—Denver, Colo.—Examiner Flynn: 
18300—Motor Bus and Motor Trurk Operation. 
August 26—Omaha, Nebr.—Examiner Weems: 
15052—-American National Live Stock Association et al. vs. Oregon- 
Washington R. R. & Navisation Co. et al. 
August 30—Washington, D. C.—Examiner Brinkley: 
Valuation No. 755—In re tentative valuation of the property of the 
Galveston ‘Wharf Co. 
Aug. 30—Washington, D. C.—Examiner Quimby: 
Valuation No. 729—In re tentative valuation of the property of the 
Miss. Cent. R. R. 
August 30—Kansas City, Mo.—Examiner Ames: 
18299—The Kansas Portland Cement Co. vs. A. T. & 8. F. Ry. et al. 


17854 (and Sub. No. 1)—Iola Cement Mills Traffic Assn. et al. vs. 
A. T. & S. F. Ry. et al. 
18264—Lehigh Portland Cement Co. vs. Santa Fe et al. 


September 1—Washington, D. C.—Examiner Oberlin: 

Finance No. 5547—In the matter of the application of the Denver 
& Salt Lake Ry. Co. for authority to issue stock and bonds. 

Finance No. 5548—In the matter of the application of the Denver 
& Salt Lake Ry. Co. for authority to acquire and operate the line 
of railroad of the Denver & Salt Lake R. R. 

September 1—Detroit, Mich.—Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 
September 2—Boise, Idaho—Examiner Weems: 

15052—-American National Live Stock Assn. et al. vs. O.-W. R. R. 
& N. Co. et al. 

Crppener 2—Aberdeen, Wash.—Department of Public Works of Wash- 
ngton: 

Finance No. 5486—In the matter of the application of the Northern 
Pacific Ry. Co. under paragraph (18) of Section 1 of the Inter- 
state Commerce Act for a certificate of public convenience and 
necessity to abandon a line of railroad. 

September 3—Estes Park, Colo.—Examiner Ames: 

17942 (and Sub. Nos. 1 to 3, incl.)—Atlas Portland Cement Co. vs. 
Santa Fe et al. 

17946—Nebraska Cement Company vs. Santa Fe et al. 


September 7—Pendleton, Ore.—Examiner Weems: 
* 15052—American National Live Stock Assn. et al. vs. O.-W. R. R. 
& N. Co. et al. 


September 7—Estes Park, Colo.—Commissioner Hall and Examiner 


rmes: 

18208 (and Sub. Nos. 1 to 5, incl.) —Oklahoma Portland Cement co. 
vs. M.-K.-T. R. R. et al. 

Portions Fourth Section Applications Nos. 461, 462, 637 and 12050, 
filed by F. A. Leland—In re charge transportation portland cement 
from Ada, Okla., to points in Tex., La., and Ark. 

September 7—Washington, D. C.—Examiner Boyden: 
Valuation No. 770—In re tentative valuation of the property of the 
D. & S. L. R. R. Co. 
September 8—Washington, D. C.—Examiner Berry: 
* |, and S. No. 2732—Switching at points on the Kanawha Central 
Railway. 
September 8—Memphis, Tenn.—Examiner Peck: 
18066—-Little Rock Chamber of Commerce vs. A. G: S, R. R. et al. 
Septemper 8—Washington, D. C.—Assistant Director Burnside: 

Finance No. 5639—Application of Reading Co. for authority to ac- 

quire control of the L. & N. E. R. R. Co. by lease. 








September 8—Washington, D. C.—Examiner Faris: 
Valuation No. 805—In re tentative valuation of the properties of 
the L. V. R. R. et al. 
September 8—Washington, D. C.—Examiner Kerwin: 
17468—The Philip Carey Co. et al. vs. Santa Fe et al. 
September 8—Washington, D. C.—Examiner Macomber: 
Valuation No. 777—In re tentative valuation of the property of the 
Youngstown and Northern R. R. Co. 
September 8—Washington, D. C.—Examiner Woodrow: 
Valuation No. 786—In re tentative valuation of the property of the 
Davenport, Rock Island and North Western Ry. Co. 
Valuation No. 787—In re tentative valuation of the property of the 
Winona Bridge Ry. Co. A 
Valuation No. 788—In re tentative valuation of the property of the 
Hannibal Union Depot Co. 
Valuation No. 789—In re tentative valuation of the property of the 
St. Joseph Union Depot Co. 
Valuation No. 790—In re tentative valuation of the property of the 
Keokuk Union Depot Co. 
Valuation No. 791—In re tentative valuation of the property of the 
Paducah & Illinois R. R. Co. 
Valuation No. 715—In re tentative valuation of the 
c. B. & Q. R. R. et al. 
Valuation No. 716—In re tentative valuation of the property of the 
Colorado & Southern Ry. and the Colorado R. R. 
Valuation No. 717—In re tentative valuations of the properties of 
the Fort Worth & Denver City Ry., Acme Tap Railroad, and Fort 
Worth & Denver Terminal Ry. 


Valuation No. 718—In re tentative valuation of the properties of 
the Wichita Valley Ry. Co. et al. 

Valuation No. 719—In re tentative valuation of the property of the 
Quincy, Omaha and Kansas City R. R 


September 8&—Washington, D. C.—Examiner Conway: 
Valuation No. 785—In re tentative valuation of the property of the 
Saint Joseph Belt Railway Company. 
September 8—Washington, D. C.—Examiner Potter: 
Valuation No. 776—In re tentative valuation of the property of the 
New Jersey, Indiana & Illinois R. R. Co. 


September 8—Estes Park, Colo.—Commissioner Hall and Examiner 


Ames: 
18252—Colorado Portland Cement Co. vs. A. T. & S. F. Ry. et al. 


September 8—Washington, D. C.—Examiner Boat: 

Fourth Section Application No. 2060 et al. 

September 8—Boston, Mass.—Commissioner Esch and Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 
September 8—Washington, D. C.—Examiner Molster: 

Finance No. 5579—Joint Application of Morris & Essex Railroad 
Company and Delaware, Lackawanna and Western R. R. Co., 
lessee, for a certificate of public convenience and necessity. 

September 8—Pittsburgh, Pa.—Examiner Johnson: 

18125—-Moltrup Steel Products Co. vs. Andrew Mellon, Director Gen- 

eral of Railroads, as agent. 

September 9—Chicago, IIl.—Examiner Hall: 

* I. and S. No. 2658 (and first supplemental order)—Iron and steel 
between points in Illinois Freight Committee territory. 


* 1. and S. No. 2713—Iron and steel articles from Brazil and Terre 
Haute, Ind., to Chicago. 


* 18402—W. J. Holliday & Co. vs. E. J. & E. Ry. et al. 

September 9—Philadelphia, Pa.—Examiner Brennan: 
18031—The American Motor Body Corporation et al. vs. B. & O. 
R. R. et al. 

September 9—Jefferson City, Mo.—Examiner Kettler: 

1. and S. No. 2697—Switching at Carthage and Joplin, Mo. 

Sept. 9—Estes Park, Colo.—Commissioner Hall and Examiner Ames: 
8211—Colorado & New Mexico Coal Operators’ Assn. vs. A. T. & 
S. F. Ry. et al. 

September 9—Washington, D. C.—Examiner Folsom: 

Valuation No. 826—In re tentative valuation of the properties of the 
lessees, Buffalo Creek R. R. and the Buffalo Creek R. R. Co. 
September 9—Washington, D. C.—Examiner Roberts: : 
Valuation No. 774—In re valuation of the property of the St. Louis, 

Kennett & Southeastern R. R. Co. 

September 9—Washington, D. C.—Examiner Hendon: 

Valuation No. 779—In re tentative valuation of the property of the 
Washington & Lincolnton R. R. 


property of the 
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ELECTRIC RAILWAY FREIGHT 


MOVES AS FAST AS EXPRESS OR THE MAILS 


Shipments can be made via Electric Railways from more 
than 800 points in Indiana, Ohio, Michigan, Kentucky and 
Illinois and delivery made NEXT MORNING at points as 
far distant as 200 miles, often before receipt of mailed advice 
that shipment has been made. 


LOOK AT THE MAP iris 0) the tithe Rallawse. 








, ILLINOIS 





L. E. EARLYWINE, Chairman 


Central Electric Traffic Association 


INDIANAPOLIS, INDIANA 


Will gladly give any desired information 
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The International Nickel Company 


HUNTINGTON, WEST VIRGINIA 


Rapidly growing into one of the really important industrial centers of the 
East, and already the largest city in the Ohio Valley between Pittsburgh and Cin- 
cinnati. 


Occupies a geographic position central to the entire territory east of the 
Mississippi, and is also in close proximity to extensive natural resources, among 
which coal, oil, natural gas, timber, refractory clays, and limestone are the most 
important. 


Does not depend for its industrial activity upon any one industry; it has 151 
manufacturing plants, producing 328 different commodities. It is important as 
a metal working and glass manufacturing center, also furniture. 


The population is 98.5 per cent native born; labor conditions excellent—total 
absence of disturbances; civic, educational and religious facilities have kept pace 
with the growth of the city. 


The expansion campaign of the Chamber of Commerce has instituted under 
the new Industrial Bureau a careful study of Huntington’s industrial possibilities 
and resources. This industrial survey is available to those interested. 


This study shows that the manufacturing conditions at Huntington—espe- 
cially the low cost of coal and gas for fuel, cheap electric power; efficient labor, 
and excellent assembling and distribution facilities—are extremely favorable for 
the manufacture of glassware, furniture, veneers, boxes, pottery, light metal 
products, castings, industrial equipment, chemicals, paints, roofing, shoes, gar- 
ments, ete. 


On the main line of the Chesapeake and Ohio Railway. 


The Industrial Department of THE CHESAPEAKE AND OHIO RAIL- 
WAY will be glad to furnish data and information on Huntington. 


K. T. CRAWLEY, D. C. BOY, 
Manager, Industrial Department, Industrial Agent, 
Richmond, Virginia. Huntington, W. Va. 





International 
Harvester 
Equipment 
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An Imposing List — 


Some of the Railroad, Express, and Related Companies 
Owning and Operating International Harvester Automo- 
tive Equipment (Trucks, Tractors and Motor Coaches.) 


American Railway Express 
Atchison, Topeka & Santa Fe 
Baltimore & Ohio 

Boston Elevated 

Canadian National Express 
Canadian National Railway 
Canadian Pacific 

Chicago & North Western 
Chicago, Burlington & Quincy 
Chicago Junction Railway 
Chicago, Milwaukee & St. Paul 
Chicago, Rock Island & Pacific 
Dominion Express 

East Mass. Street Railway 


Elgin. Joliet & Eastern 

Gary Railways 

Great Northern 

Illinois Central 

Illinois Traction Company 
Indiana Service Corporation 
Interstate Public Service Company 
McCormick Steamship Company 
Milwaukee Electric Railway 
Minneapolis & St. Louis 
Missouri, Kansas & Texas 
Missouri Pacific 

Monon Route 

New York Central Lines 

New York, New Haven & Hartford 


Nickel Plate Road 

Norfolk & Western 

Northern Ohio Traction Lines 
Norton Lilly Steamship Company 
Pennsylvania System 
Pittsburgh & Lake Erie 
Pullman Company 

St. Louis Southwestern 

Soo Line 

Southeastern Express 
Southern Pacific 

Southern Railway 

Texas & Pacific 

Union Pacific 


International Harvester Trucks include the %ton “Special Delivery,” 1-ton Speed 
Truck, 1%ton “SL” (underslung chassis, long wheelbase), 1%-ton “SD” (short 
wheelbase for dump and trailer work), and heavyDuty Trucks up to §-ton. 


WRITE FOR INFORMATION IN DETAIL 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. 


INTER 


of AMERICA 


(Incorporated) 








NAL 


Chicago, Illinois 
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Great Northern Railway 


Offers 
An Unsurpassed Transportation Service 
Between | 


St. Paul, Minneapolis, Duluth, Superior, 
Sioux City, Billings and North 
Pacific Coast Points 


With Rail and Steamer Connections to and 
from Points Beyond 


Glacier Park is Now at Its Best! 





G. H. Smitton A. J. Dickinson 
Freight Traffic ee Passenger Traffic Manager 
St. Paul, Min St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant Genera ] Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


Great Northern Railway 


Route of the New Oriental Limited 
Finest Train to and from the Pacific Northwest—No Extra Fare 
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SOUTHERN PACIFIC LINES 
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